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The Old Columbia Railroad Bridge. 


The Philadelphia Ledger of recent date gives the following 
interesting history of the old Columbia Railroad bridge over 
the Schuylkill River, the oldest railroad bridge now standing 
in the United States, which is soon to be replaced by a new 
iron bridge : 

Last month Judge Butler, of the United States District 
Court, granted authority to the Receivers of the Philadelphia 
& Reading Raiircad Co. to apply from their receipts a suf- 
ficient sum of money to replace the bridge across the Schuy]l- 
kill, near Peter’s Island. The Receivers have p 

yromptly, and obtained contracts for an iron bridge from the 
Phoouix Iron Co., which will go on with the work without 
delay. 

Thus will be removed from the Schuylkill River the oldest 

bridge which crosses it within the city of Philadelphia, a 
structure that was fashioned more than 50 years ago, and 
according to the usual manner of wooden bridge building at 
that period, which, indeed, had not altered from the styles 
adopted in the earlier constructions common in the beginning 
of the present century. When the Market street bridge was 
finished in 1804 it was the intention that it should remain 
open, free to the action of the sun and air, exposed as well to 
rainandstorm. Judge Richard Peters, a prominent stock- 
holder of the company which erected that bridge, was the 
author of the plan of covering it at the sides and surmounting 
it with a roof. It was his opinion that if the timbers were 
left open and the roadway exposed to the alternate action of 
storms and rain, with sun and air, would lead to conditions 
that would soon tend to decay and destructicn. So the sides 
were boarded up, with the exception of spaces for windows, 
along roof was placed over it, and the bridge was nothing 
more than a wooden tunnel, leading from one side of the river 
to the other. The railroad bridge was constructed faithfully 
according to the Market street bridge pattern, and for many 
years has been the only exponent of that style in this vicinity 
” The undertaking to bridge the Schuylkill at this point was 
considered one of great magnitude, requiring large expendi- 
ture of money and involving new problems in engineering. 
It could only have been undertaken by some great corpora- 
tion with heavy capital and command of money, if such could 
have been in existence half a century ago. Efforts to create 
such a corporation to build a railroad from Columbia, on the 
Susquehanna River, to Philadelphia had been made for some 
years previously, but were unsuccessful, on account of insuf- 
ficient subscriptions. The feeling throughout the state in fa- 
vor of internal improvements which would place the West 
in easy access with the East and then facilitate an ex- 
change of products had been increasing, so that the 
Legislature became a potent accessory to the develop- 
ment of great planus. From 1822, when John Stevens 
of New Jersey, petitioned the Legislature of Penn 
sylvania for authority to incorporate the Pennsylvania Rail- 
road Co , a measure perfected by act of Assembly in the suc- 
ceeding year, until 1828—another company called the Lan- 
caster, Columbia & Philadelphia Railroad Co., having been 
chartered in the meantime—the matter remained before the 
people. At length, by the act of March 4, 1828, the Legis- 
lature authorized the building of a railroad between Colum- 
bia and Philadelphia, at the expense of the commonwealth 
and for the comfort of the people. Canal Commissioners 
chosen to carry out the grand scheme for internal improve- 
ment undertook the work. 

The preliminary surveys took place in that year. A satis- 
factory location for the road in the neighborhood of the city 
was prevented by differences of opinion among the engineers, 
as well as the conflict of interests between the city proper 
and the adjoining districts of the county of Philadelphia. 
Surveys had demonstrated that it was perfectly practicabie 
to bring the railroad to the Schuylkill by a divergence from 
the main line near the Wayne Tavern on the Lancaster road, 
leading by a circuit to a point near the west end of Market 
Street bridge. Spring Garden, Northern Liberties and Ken- 
sington were opposed to this plan, Thev wanted the railroad 
toterminate within their boundaries or adjacent thereto. 
Practically they succeeded, and that is the reason why Major 
John Wilson, the Chief Engineer, finally brought the tracks 
to Belrnont, on the brow of a sharp and steep ascent from the 
Schuylkill River. It wasurged as a beneficial accessory to this 
plan that on the east side of that stream the railroad bed 
could enter at once upon a passage excavated in former 
years, at great expense, for the Union Canal Co. There had 
been a great deal of digging along the hilly part of this 
route. Secarcely any preparation was necessary for a rail- 
road, and the iine was clearly marked out and prepared as 
far east as the Ridge road, being in fact the same ground as 
now used by the Reading and the Willow Street railroad 
tracks. A difficulty at this time, of great importance, was 
the steep descent on the west side of the Schuylkill. This 
obstacle was to be overcome by a method common on Eng- 
lish railways, the use of the inclined plane, by which cars 
could be hauled up or lowered down the declivity by means 
of an endless rope, operated by a steam ergine on the sum- 
mit, a contrivance which was the predecessor of the cable 
motor railways of the present day. 

The inclined plane commenced very near the mansion of 
Judge Peters at Belmont, a portion of which still exists in 
the neighboring restaurant in Fairmount Park. The plane 
was 2 somewhat straight and steep ascent from the Schuyl- 
kill up to the brow of the hill. he passage remains now, 
and is dedicated by the Commissioners of the Park for use as 
a bridle path, There were two railroad tracks of iron rails 
solidly laid down upon stone sills and foundations. There 
Were two cables which ran above ground between the tracks, 
upon grooved iron wheels in the centre, rising 6 or 8 in. above 
the surface, and returning by an underground groove or slot. 

he cable was of rope, made of the strongest hemp, thick 
and solid. The cars were lashed to this rope, also by ropes, 
from the under part of their platforms. There was no con- 
trivance by which cars, when in motion, could be stopped, 
except at the engine house on the top of the plane. he 
grip, as we would call it nowadays, was very poor. The 
Strain on the ropes was great. In most cases the ascent 
or descent of cars was managed safely. Occasionally, 
however, the fastenings would slip and then the cars 
would go thundering down, acquiring great momentum near 
the bottom, ending with violent collisions and breaking up, 
with destruction of the contents of the cars and piling up 
of débris of wheels, timber and other obstructions. A de- 
Crease in the amount of loss occurred in 1836, when Wm. 
; orris & Co, astonished the world of scienve by producing a 
Scomotive engine, called the ‘* George Washington,” which 
performed the hitherto impossible feat of running up the in- 
Clined plane at Peter’s Island, 2,800 ft., with a rise of 1 ft. in 
14, drawing a load of more than 19,000 pounds above the 
Weight of the engine, and this, too, at a speed of more than 





15 miles per hour. It was something unexpected. Nothing 
like it had ever been done by a locomotive upon a railroad, 
and although in these modern days of improvement our loco- 
motive builders turn out machines capable of doing any kind 
of work up or down grade, the present generation can hardly 
imagine the gratification and surprise which followed this 
extraordi feat. 

The width of the river near the place chosen for the loca- 
tion of the bridge was about 850 ft. It was admitted to be a 
misfortune that the structure was placed obliquely to the 
stream rather than straight across. The location in that man- 
ner was stated to be necessary ‘“‘by overruling circum- 
stances.” The bed of the river was found to be of soft black 
mud, which overlay the solid rock at a depth of from 4 to 
10 ft. John C. Trautwine, architect and engineer, planned 
the bridge and superintended its construction. It consists of 
seven arches, six piers and two abutments. All the masonry 
is founded on the solid rock, with the exception of the western 
abutment and western pier, both of which stand on dry 
land and rest on a firm, natural gravel. The 
length of the structure between the abutments is 1,018 ft. in 
the clear. The piers are 13 ft. broad on top. They were 
built by coffer dams which were framed, one at a time, on 


eq | Feter’s Island. When ready they were launched and towed 


to their proper position, where, being well moored, they were 
finally sunk by placing large stones on a temporary platform 
made for the purpose. At the bottom these piers were about 
80 ft. in length and 34 ft. in depth, gradually sloping up- 
ward to the floor of the bridge. At high-water mark the 

iers are 60 ft. long, exclusive of the pier-heads or starlings. 

he total amount of masonry in the bridge is 19,200 perches. 

The timber work of the bridge was pre near by, on 
the banks of the Schuylkill and on Peter’s Island. A false 
work was erecied on a wooden trestle, extending into the 
river to depths of from 25 to 60 ft., upon which the super- 
structure «f the bridge was at first erected. Excellent 
timber was used, and cast iron worked into it in the shape of 
butting plates fur the ribs and braces, burs and washers for 
the screw holts, spikes, tie-bars, etc. The work of putting 
up the superstructure, after the piers and abutments were 
finished, was very rapid. It was only three months between 
the time the rough timber was landed before the structure 
was so far completed that cars could run over the floorway. 
When finished the sides were weather-boarded and roofed. 
There were large Venetian windows on each side over each 
pier, and two skylights over the centre of each span. When 
completed, the bridge, as seen from a distance, looked 
long, low and sombre. The dark red or brown color, 
which for many years the exterior has presented, has 
done very little toward lighting up a picture set, 
as this structure is in the middle of a beautiful river, with 
thick foliage on both sides. This bridge was built by John 
P. Babb, of Wilkes-Barre, a sub-contractor under Dodd, 
Bishop & Brittain, the principal contractors, who directed 
their attention more particularly tothe masonry. The whole 
work was superintended by Frederick Erdman, Assistant 
Engineer. At that time it was believed that a road for or- 
dinary travel could be carried from the east to the west side 
of the Schuylkill with advantage. It ran on the south side of 
the tracks from Broad street out, was carried over the north- 
ern compartment of the bridge, which also bad a space set 
apart for foot passengers, and united with what was called 
the river road on the westside of the Schuylkill. The rail- 
road tracks occupied one-half of the bridge, but for many 
years the cars were drawn across by horses, the danger by 
tire from sparks from locomotives stimulating constant care. 
It seems to be fortunate that in an existence of 52 years this 
bridge has escaped all dangers by fire and flood. 

The building of the bridge and the laying of the track on 
the old canal beds to Broad and Vine streets were delayed for 
three years by the bitter controversies between rival interests 
for the location of the road. Finally,on March 24, 1831, 
the Canal Commissioners were instructed by act of Assem- 
bly tocarry out the details of Major Wilson’s plan, with in- 
clined piane, upon condition that the city woul construct a 
railroad from the intersection of the State road, at,.Vine and 
Broad streets, down the latter to Seuth, with authority to 
extend tracks eastward. This assurance was given by Coun- 
cils shortly afterward. Later on, in the same year, the 
Canal Commissioners authorized the bridge to be built. 

The tracks of the Columbia Railroad were finished from the 
Schuylkill to Broad and Vine streets, and placed in connec- 
tion with the track of the Northern Liberties & Penn Town- 
ship Railroad, extending down to the Delaware,on Dec. 9, 
1833, when there was a grand opening by an excursion from 
Broad and Vine streets out the railroad to the Schuylkill, 
where further progress was stopped by the incomplete con- 
dition of the bridge. The engineers, 'Trautwine, of the State 
road, and Campbell, of the Northern Liberties & Penn Town- 
ship road, were the principal men on this excursion, which 
was also participated in by councilmen of the city, and com- 
missioners of the districts. The road to the Schuylkill had 
been finished some time before. Pleasure cars ran from Broad 
and Callowhill streets, as far as Lemon Hill in May, 1832. A 
locomotive bad run from Broad street to the Schuylkill in 
September of the same year. The bridge was finished in 
April, 1834. There was a formal opening of the whole road 
from Columbia down to the city on the 16th of that month. 
It will show the speed of travel at that time to say that the 
locomotive ‘*‘ Black Hawk” made the passage from Colum- 
bia to Lancaster in 55 minutes, and from Lancaster to the 
head of the inclined plane in 8'¢ hours, including all sto 
pages, taking in wood, water, etc. It took considerably 
more than ove hour to bring the passengers down the plane 
and to Broad and Callowhill streets. So that it may be said 
that the passage from Columbia to Philadelphia took about 
11 hours. There was only a single track at this time. 

The ** Black Hawk” was built in 1833, by Long & Norris, 
and ran in competition with M. W. Baldwin’s ‘* Old Iron- 
sides,” finished in 1832. These engines being the first con- 
structed by builders who afterward became eminent, were 
modeled upon English machines. A few years’ competition 
led to great improvements in the character of the machinery 
and motive power ; so great in fact that the contrast between 
early and late engines, to those who know not of the im- 
provements of science, would seem almost incredible. The 
Reading Railroad came down the river from Pottsville on 
the west side of the intersection of the State road at the foot 
of the inclined ene and crossed over the bridge. It was 
opened for traffic Jan. 8, 1842. When the stat2 of Pennsyl- 
vania resolved to dispose of the state works, in 1857, the 
Reading Railroad bought the track and roadway from Broad 
and Vine and the Belmont bridge, and became the sole owner 
of that property. 








National Association of General Passenger and Ticke 
Agents. 





We give below, nearly in full, the official report of the pro- 
ceedings at the recent semi-annual meeting in New York : 


The Convention was “called to order at 11 o'clock a. m.; 
Sept. 21, 1886, Johu N. Abbott, President, in the chair. 
call of the roll developed the fact that a quorum was 


present. - 
The Executive Committee acted favorably on all creden- 








Special credentials for this meeting were presented as fol- 


lows : 

as W. M. Anthony, representing the Fitchburg Co. 
By . 5. L. Warren, representing the St. Paul, Minne- 
apolis & Manitoba. By Mr. J. W. Coleman, representing 
tne Illinois Central. 

Next order of business was the selection of the next place 
of meeting. Washington, D. C., Jacksonville, Fla., and 
Atlanta, Ga., were placed in nomination. The result of the 
vote was 38 for Washington, 15 for Jacksonville and 3 for 
Atlanta. Whereupon the Chair announced Washington as 
the next place of meeting, the date for the same being March 
15th, 1887, at 11 o’clock a. m. 

Unfinished business was next in order. : 

The committee of six appointed at the fall meeting of 1885 
to report on a form of mileage ticket having no report were 
granted further time. 

Negative action was taken on the resolution to amend the 
Constitution so as to have but one meeting a amd notice of 
which had been given at the annual meeting, thisaction being 
taken after a discussion participated in by Messrs. Ford, Jas. 
L. Taylor, Atmore, Jos. M. Brown, F. E. Brown, Steobins, 
Emery and Cummings. 

The following resolution was offered : 

** Resolved, That it isthe sense of this Association that 
any loss sustained by the quoting of an incorrect rate to an 
agent should be borne entirely by the road making the mis- 

e, and connecting lines should not be asked to participate in 
the loss, except that when such mistake is made by the com- 
piler of a rate sheet, the road which is a party to the rate 
sheet and which is the initial line from the point from which 
the incorrect rate is quoted, should accept full responsibility 
for the error of its representative and should assume the en- 
tire loss resulting therefrom.” . 

The following was offered, seconded and adopted : 

** Resolved, That any ticket, single or renal trip, the pur- 
chaser of which is unable to use through to destination, 
should be redeemed by the initial road covered by the un- 
used portion of the ticket on presentation within the limit 
thereof, at the difference between the rate at which the 
ticket was sold and the regular rate of the same class for the 
portion of the route already traversed, and that on receipt 
of the unused portion of the ticket the road by which the 
ticket was issued should report proportions accordingly.” 

After which the following was offered and seconded : 

** Resolved, That the editor of the Official Guide, Mr. W. 
F. Allen, be requested to ask such transportation lines as do 
not now have their stop-over regulations shown therein, for 
such stop-over regulations, to the end that every line whose 
table appears in the Guide, may also show what their rules 
on this subject are. And that he also be requested to call at- 
tention to this resolution in his editorial column in his next 
issue.” Adopted unanimously. 

The General Committee reported the following resolutions 
for the consideration of the Convention: 

‘* Resolved, 'That the National Association agree upon uni- 
form styles and conditions of through tickets, with the view 
to their gradual introduction and ultimate general adoption 
by all companies issuing through tickets over the lines of 
other companies.” 

After remarks by Messrs. Ford, Emery, Monett, Mac- 
murdo, Stebbins, J. L. Taylor, Horner, Atmore, Wrenn, 
Carpenter and Flanders, the resolution was adopted. Acting 
upon the ideas brought out by the discussion above referred 
to, and by proper action, the Chair appointed a Committee 
of five to report on this question at the next meeting. The 
following are the Committee: Messrs. Flanders, Monett, 
Ruggles, J. L. Taylor and Thrall. 

The General Committee reported further as follows : 

** Resolved, That the application of the Travelers’ Protec- 
tive Association for so-called week end tickets be referred to 
the several passenger committees organized under existing 
agreements.” Adopted. 

“* Resolved, That the communication of Mr. J. R. Bu- 
chanan, General Passenger Agent of the Sioux City & Pacific 
Railroad, in relation to fares and objectionable methods in 
the checking of baggage, be referred to the Western Passen- 
ger Committee.” This action was taken. 

‘* Resolved, That the communication of Mr. McCaull rep- 
resenting a Committee of Theatrical Managers be read for 
the information of the Convention, and that Mr. Marcus R. 
Mayer. acting for that Committee, be invited to attend a 
session of the convention to more fully present the views of 
the theatrical managers.” Adopted. Adjourned until 3 
p.m. 

AFTERNOON SESSION. 

Convention called to order at 3 p. m. by the President. 

The communication from Mr. McCaull referred to in the 
report of the General Committee, was read to the Association 
as recommended by the Committee. 

The following was here offered, seconded and adopted : 

** Resolved, That the Compendium of Rates and Divisions, 
published by Mr. W. F. Bailey, be recognized as a valuable 
compilation, and that he be encouraged to complete and per- 
fect it, with che view of its becoming the official authority in 
matters relating te rates and division.” 

Appropriate resolutions on the death of Mr. J. W. Cary, 
late of the Lake Shore & Michigan Southern, were unani- 
mously adopted. 

Tke following were then elected honorary members: Mr. 
C. A. Waite, nominated by Mr. Flanders; Mr. C. J. Waller, 
nominated by Mr. Danley. 

Mr. Marcus R. Mayer and Mr. Daniel Frohman were 
granted a hearing on the matter reported by the General 
Committee and referred to above, which was in effect a peti- 
ticn for more favorable rates and conditions for traveling 
theatrical companies. . 

After further remarks by Mr. Frohman, the Association 
after some discussion referred this question by proper action 
to the New England, tbe Trunk Line, the Central Traffic, the 
Southern, and the Western associations. 

After adopting the usual resolutions of thanks, the Asso- 
ciation adjourned. 








The Vosburg Tunnel. 





IL. 

The east heading was started on an offset line 8 ft. to the 
left of the centre line and a little lower than the regular 
heading. It was about 7 ft. high and 8 ft. wide in the clear, 
and was carried in this manner through earth and loose 
rock, requiring heavy timbering, for about 250 ft., until the 
rock became sufficiently solid to allow the regular heading 
section at the centre of the tunnel to be adopted (about 15 ft. 
wide and 7 ft. high). Owing to the varying conditions of the 
rock roof encountered the height actually varied from 6 to 
12 ft. The west heading being in rock throughout had the 
regular section from the start. 

DISPOSITION OF MATERIAL. 

In enlarging the heading for the arching and timbering, 
the material in the roof was worked from below so that, as it 
collected on the floor of the heading, it formed a natural bed 





tials presented and reported in accordance with that fact 
through their Chairman, Mr. Hanson. 


or the workmen to stand on while putting in the timbers fo 





684 








THE RAILROAD GAZETTE. 


{[OcTOBER 8, 1886 














TIMBERING x EARTH, feon 








2 Sle 28164 2221900 = 3G feet | 














TOM 
p wy, Z Nee 















Scale for all Tunnel Secleons 





* feat 


Profile on Line of Tunnec 


ais Torreon! 6096-7 


ca | 
RES pune 
t 


Code f Kian, 








the support of the roof. The bench was generally kept from 
25 to 30 ft. back of the enlargement of the heading and the 
material accumulating in the heading was worked back and 
down the bench, where it and the material from the bench 
were loaded into small cars on each side of the tunnel. At the 
centre near the foot of the bench between the two tracks a 
derrick and hoisting engire, mounted on a movable plat- 
form, allowed rocks weighing two tons to be easily handled, 
and served to swing the empiy car-bodies into position for 
loading and to replace them on their trucks when loaded. 
The cars were drawn out by mules, and the material on the 
west end used to fill along the river. On the east end the 
\uunel-cars were drawn up an incline near the portal and the 
the material dumped into large cars provided by the railroad 
vompany for distribution along its line wherever desirable. 
TIMBERING. 

1 nree styles of timbering for the support of the roof were 
used, varying according to the material encountered. From 
tae west portal to within about 250 ft. of the east portal the 
section known as the ‘‘ rock-section” was used, consisting of 
tents spaced from 4 to 6 ft. apart and formed of three pieces 
of 12 x 12 in. hemlock, the horizontal piece or cap being 14 
ft. long, the legs 14 to 16 ft. long, the lower end securely 
held in niches cut in the rock. From 250 ft. inside of the 


THE VOSBURG TUNNEL—FIG. 


1. 


east portal the timbering of the roof was put in from the in- 
side, working toward the face, the sections used being known 
as the ‘‘ loose-rock” and as the ‘* earth” sections. Theformer 
consisted of circular bents spaced from 114 to 4 ft. apart and 
formed of nine pieces of 12 x 14 in. hemlock, doweled to- 
gether at joints with 11 in. iron dowel pins 9 in. long; the 
end of the last piece on each side resting on a shelf or niche 
in the rock. The earth-section consisted of circular bents 
spaced from 1}¢ to 4 ft. apart and formed of seven pieces of 
12 x 14 in. hemlock, with a 12x 16 in, hemlock sill, resting on 
12 x 15 in. hemlock posts; suitable 12 x 12 in. hemlock braces 
were introduced to catch the centre of the cap and the joints 
of the segmental pieces forming the circle, the foot of these 
braces resting on the sill immediately over the lower posts. 

Great attention was paid to making a -good splice of the 
sill, and all joints of the timbers were secured from bent to 
bent by horizontal timbers and stays, as well as possible. 
Heavy inclined longitudinal struts were also brought into 
service to resist the heavy pressure of the earth lengthwise 
with the-tunnel. During heavy rains a great weight and 
crowding pressure was brought to bear on these bents, and it 
required careful vigilance and constant work to introduce 
new bents and replace timbers that had been crushed, in spite 
of the heavy timbering and bracing employed. 
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Throughout the tunnel suitable oak lagging was used above 
the bents, and the spaces between the lagging and the 
excavated section wedged full of flat broken stone. 

ARCHING. 

The tunnel is arched throughout with stone or brick, rest- 
ing on abutments of stone, and in several places on a natura) 
berm of rock. About one-third of the tunnel arching was 
required without any question, namely, in all sections where 
earth, loose rock and soft shales were met. After consider- 
able hesitation and very careful investigation, coupled with 
reports of eminent geologists and tunnel experts, who ex- 
amined the work in a consulting capacity, and after frequent 
occasions when good rock left as apparently perfect became 
unreliable in a very short time, the opinion at last became 
prevalent that the arching was a necessity if all chances of 
danger after the completion of the tunnel were to be re- 
moved beyond all doubt. From the peculiar stratification 
of the different rocks, in layers of varying thickness from 
one inch to five feet, lying almost horizontal crosswise of the 
tunnel while dipping slightly lengthwise with it, it was an 
impossibility to obtain a roof in which the exposed ends of 
the layers, where cut through, did not sag and break away 
from the upper layers after a time. This was probably more 
extensively the case owing to the use of high explosives 
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EAST [PORTAL 


which shattered the material and loosened what bond there 
was between the individual layers. It is a question whether, 
with a more judicious use of explosives, a considerable 
amount of side-wa]l abutments could not have been avoided, 
and the arch placed upon a natural berm of rock. 

The stone abutments and arches were built mostly of black 
limestone from Union Springs, N. Y. The brick used were 
all hard-burned red brick, generally burned especially for the 
purpose, and were subjected to a careful and extensive series 
of tests before acceptance. All brick, immediately before 
use, were well sprinkled with water from half an hour to one 
hour. 

Taylor's Portland cement was used for all stone and _ brick 
work, and each car lot as received was examined and tested 
with a Fairbanks 1,000 Ibs. cement testing machine. The 
stone abutments are all first-class work and from 2'¢ to 3 ft. 
wide. The stone arching is built with cut stone sheeting from 
18 to 80 in. thick. 

The brick arch varies according to the nature of the 
material above it from 21}¢ in. to 25}¢ in. in thickness, and 
is built of three or four rings of brick laid principally as 
headers, bonded together however by a stretcher course about 
every twenty-first course. The top of the brick arch was 
coated with a layer of about one inch of cement mortar. 
Where the roof of the tunnel was composed of earth, the 





Srcrion SHowine “Brick ARCHING &ELEVATION of CENTRE. 





Wrst Porrr 


THE VOSBURG TUNNEL—FIG. 2. 


space between the top of the arching and the roof timbering 
was filled with concrete well rammed ; at all other places, 
stone carefully placed by hand to prevent injury to the layer 
of mortar on top of the arch, was used for packing over the 
arch. 

CENTERING AND DRAINAGE. 

The centres for the arching were made of white oak, spaced 
about 4 ft. apart and tied together in sections of 27 ft., the 
ends of each centre resting on two ’4-in. smooth oak planks 
running lengthwise with the tunnel; the upper plank fast- 
ened to the centres above it, the lower plank secured to the 
supporting posts in front of the side walls below it. Three 
such sections of 27 ft. each, making a total run of 81 ft., 
were used at once. When a section was ready to be moved 
the wedges between the two planks were removed, and, the 
planks being well greased, the entire section of 27 ft. was 
easily drawn forward by the hoisting engine, the cperation 
of moving the three sections not taking over two hours. 

In the drainage of the tunnel very little water is encoun- 
tered, excepting near each portal, where in wet weather con- 
siderable leakage occurs through the seams of rock at 
the west portal, though tight at the time the heading was ex- 
cavated. The percolation of water since its enlargement bas 
extended from 100 ft. originally to 300 ft., or to the end of 
the stone arch. For its entire length the brick arch is gener- 








ally in rock perfectly dry at all times, but in order to provide 
against any possible contingency drains were provided back 
of the arch and abutments every 1244 ft., and openings left 
at the top of the water-table. The road-bed, consisting of a 
foot of well broken rock ballast, is drained by side ditches, 
the water running with the grade, excepting the 300 ft. at 
the west end, which is carried out of that end of the tunnel, 

Suitable man holes or niches are provided in the side walls 

every 50 ft. in alternate sides of the tunnel. 
THE ENGINEERING WORK. 

The engineering work required in the location of this tun- 
nel, while not offering any especially difficult problems, is 
particularly noteworthy for the care taken in the preliminary 
work and the almost astonishing accuracy attained. To fix 
the tunnel tangent exactly after the line had been established 
with ordinary instruments, a special tunnel transit, made by 
Heller & Brightly, of Philadelphia, for the construction of 
the Musconetcong Tunnel on the hne of the Lehigh Valley 
Railroad in New Jersey, about twelve years ago, was used 
again with perfect satisfaction. Three stone monuments 
were built approximately on the same level, one on top of the 
tunnel mountain and one on mountains opposite either end 
of the tunnel from one to two miles distant. The points on 
the distant monuments being assumed as correct, the one over 
-he tunnel was carefully centred in line with the distant 
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ones, and the thus established line carried to the valley at 
each end of the tunnel, where two more monuments were 
carefully centred about one quarter of a mile apart; by 
means of the latter the line was taken into the tunnel from 
each end by foresights. The distance across the mountain 
was fixed by leveling in a series of plugs, measuring the dis- 
tances from tack to tack and thus establishing the correct 
horizontal lengths. 

The lines as carried into the heading checked within 5¢ in. ; 
the grades within 8 in., and the horizontal distance as pre- 
viously established by measuring over the mountain within 


one inch, 
PROGRESS OF THE WORK. 


The following dates will illustrate the time required and 
the progress made during construction : 

May 19, 1883, east heading started by hand. 

Sept. 7, 1883, machine drills started. 

May 12, 1883, west heading started with hand-drills, 

Aug. 5, "1888, machine drills started. 

July 18, 1884, headings met. 

June 15, 1886, tunnel completed. 

July 25, 1886, opened for traffic. 

The rate of progress of the various parts of the work was 


as follows: 
-—Maximum rate-— 


ft. per ft. per ft. per 

week. month, month 
Heading, —_ eee 241 156 
ae 51% 194 131 
Timbering ‘and bench, east —_ - 2 145 obs 
westend . 30 115 a 

Brick arch, east end.. ‘ 314 187% 
west ‘ “722187 cone 144 

QUANTITIES. 


The total quantities of excavations and materials used for 
the tunnel proper were about as follows : 
Tunnel —- 
Stone abutments.. 
Stone arching 
Brick arching 
Stone filling over arch 
Concrete backing... .......0....0«0 bpraneettncctes : 

APPROACHES. 


a cu. yds. 
“ “ 


M. bricks). 
cu. yds. 


oe” oe 


eae e ewer eneeee Hack eee eee 


ee teen eee mete wee eee ene waene 
eee eee 


155 


UIE 2s. castes fargncocatt tence. cnet eees ee > 5,000 “ 
The proportion of soft and broken bricks to the kiln (burned 
specially for this work) was with Townsend’s brick (2,079}¢ 
M.) 5 per cent., with Weyer’s brick (1,186 M.) 7 per cent., 
with Richardson & Campbell’s bricks (599 M.) 10 per cent. 
ACCIDENTS. 

Four falls of rock occurred in the tunnel with fatal results’ 
six men meeting their death thereby; one of them was S. B. 
Sickler, of Tunkhannock, a graduate of Lehigh University, 
employed in the engineering department of this work, who 
was killed Dec. 5, 1884. Considering the large number of 
men employed, the average being about 300, the death rate 
is very small. No accidents of any kind happened from the 
use of powder. A very remarkable and highly creditable 
record. 

PERSONNEL. 

The tunnel was located and built under the direction of A. 
W. Stedman, of Mauch Chunk, Pa., Chief Engineer of the 
Lehigh Valley Railroad and associated lines, and was under 
the immediate charge of G. B. Owen, of Towanda, Pa., As- 
sistant Engineer, upon whose divisicn the tunnel is located, 
aided by Isaac Dox, Resident Engineer, of Lockport, N. Y., 
W. B. Osterhout, of Tunkhannock, Pa., and Jesse Bird, of 
Towanda, Pa. Owing to the treacherous nature of the ma- 
terial, the raiJroad company appointed an inspector whose 
duty it was to see that all loose and dangerous pieces of rock 
were promptly removed, and selected for this important po- 
sition Thos. P. Gaynor, of Wilkes-Barre, Pa., an experienced 
miner in coal and contractor for shafts, etc., of the anthra- 
cite coal region, who filled the position creditably, as no more 
accidents occurred after his appointment. The masonry was 
watched by competent inspectors day and night at both ends 
of the tunnel, the men being selected for this duty by the 
railroad company from their regular mason-force. 

The contractors for the tunnel-work and approaches were 
Lentz & Co., the firm consisting of Lafayette Lentz, of 
Mauch Chunk, Pa., Calvin E. Broadhead, of Flemington, N. 
J., D, C. Hickey and J. H. Byron, of Mount Vernon, N. Y. 
However hard engineers may strive to finish a work success- 
fully, or however close a contract may have been drawn to 
cover all possible contingencies, without the constant good- 
will and daily assistance of the contractor the best laid plans 
will be frustrated or carried out imperfectly. Those familar 
with the working-operations at the tunnel during the past 
years are all ready to testify to the ability of the contractors 
and to their good-will and interest in the work in hand. A 
liberal entertainment was furnished by them on the occasion 
of the formal opening of the tunnel. 

‘* Lastly, but not least” the engineer’s desire to give credit, 
‘* although not by name yet not the less sincerely in appre- 
ciation of their work, to that army of workers, who, toiling 
day and night in the various and numerous trades and call- 
ings adapted to their capabilities, have all added their share 
to the construction and completion of this tunnel,” which, 
while not the largest, can compare favorably with any tun- 
nel in the world for its quality of work and the careful atten- 
tion shown to details. 

cost. 

The tunnel and approaches, with track laid and ballasted, 
cost as nearly as may be $750,000. Out of this amount the 
approaches cost $45,000 to $50,000, making the cost of the 
tunnel proper about $700,000, or $179 per foot. 

For the particulars here given of this emphatically well- 
conducted work we are indebted to Mr. A. W. Stedman, 
Chiof Engineer, and G. B. Owen, Assistant Engineer, of the 
Lehigh Valley road. All the engravings given in this and 
our preceding issue are direct photographic reproductions on 


Leo Von Rosenberg, formerly of the Engineering Staff and 


*| length of these slots is equal to the diameter of this pin. plus 


now of New York ; the drawing showing everything we 
have given and something more on a single, large and hand- 
some sheet, making it an unusually creditable specimen of 
the draftsman’s art. 








The May Reverse-Lever Latch. 





The accompanying drawings represent a new reverse-lever 

latch invented and patented by Mr. Charles May, Road Fore- 
man of engines on the Sunbury Division of the Pennsylvania 

Railroad. 

It is designed to remedy the difficulty with the usual form 
of quadrant, that the number of notches is somewhat incon- 
veniently limited, so that the adjustment of the cut-off is con- 
fined to a comparatively few points. Mr. May’s device en- 
ables each of these points to be divided in two, so as to give 
twice as fine an adjustment as with the ordinary latch. 

This is accomplished by using two independent latches, one 
sliding upon the face of the other. They are retained in 
position by a square-shanked bolt passing through slots in 
the lower part, as shown, and by lugs on the forward latch 
which embrace the shank of the rear latch. In these lugs 
and shank are slots, through which passes the pin which con™ 
nects them to the lifting links of the latch-handle. The 


the depth of a notch in the quadrant. When either latch is 
dropped into a notch, the slot in the other latch allows the 








May’s Reverse-Lever Latch. 


pin to descend with the former. The latches are of such 
a thickness that when one is engaged with a notch the other 
rests upon the top of the quadrant. 
Both latches are manipulated by a single latch-handle or 
trigger, which is the same as that now in ordinary use, and 
is operated in the same manner. 

In fig. 1 of the drawings the main or rear latch is shown in 
engagement with the seventh notch of the quadrant. Should 
the engineer wish to use a trifle less steam, he can lift the 
main latch, pull the lever back a little and drop the forward 
latch into this seventh notch, which will lock the lever half 
way between the seventh and eighth notches. 

On the other hand, if he wishes to use a little more steam 
than the seventh notch usually affords, but not so much as 
he will get with the main latch in the sixth notch, he can 
drop the extra latch into the sixth notch, which will hold the 
lever about half way between the sixth and seventh notches. 
This latch has been tested on the Pennsylvania Railroad 
during the last five or six months, and we are informeg 
through the inventor with the very satisfactory results 
shown in the following record, in which engine 2,014 wa® 
provided with the May latch after March, 1886, and engine 
2,086 had the ordinary latch throughout: 


-—-——— Lbs. coal nareed per month.- 





Engine Feb. and March. Apri May. June. 
No. 2,014..... Leodecdss a = — 850 6,290 
err 6.345 7,458 


2,086 
Messrs. Whittlesey & Wright, of "Washington, D. C., are 


the agents for introducing the device, which can be applied 
to the ordinary reverse lever without any change of lever or 
quadrant, so that the cost of the device is merely that of the 
material and the time of the machinist who makes it an 

puts iton. This for one locomotive is said to be less than ten 





Gontributions. 
Finlay Centre Support Car Trucks. 





Hot Springs Railroad Co., 
MaLvERN, Ark., Sept. 25, 1886. 


To THE EDITOR OF THE RAILROAD GAZETTE : 

In your paper of Sept. 17, under the heading 40-ton cars, 
the Cleveland paper quoted by you says “‘ the cars have three 
Finlay & Conger centre-support trucks.” To make this road 
correct they should have said one Finlay truck under each 
car, and the appliances of this centre truck are just as you 
illustrated it in your paper of July 11, 1884, 

L. FINLAY. 


The Live Load of Bridges. 


CINCINNATI, O., Sept. 21, 1886. 
To THE EDITOR OF THE RAILROAD GAZETTE : 

Your sriicle of the 17th inst., on ‘Good Practice in Bridge- 
Buying,” is in the right direction, but your fragmentary 
quotation of my remarks on Mr. Wilson’s Specification-load 
imparts to them, I think, an unfair meaning. What I said 
was: ‘‘ The live load adopted by Mr. Wilson is not likely to be 
exceeded in the near future, although some roads are, I be- 
lieve, using consolidation and pissenger engines with respec- 
tively 26,000 lbs. and 45,000 Ibs. on each pair of drivers,” 
and the fact remains that, although the engine weight speci- 
fied by Mr. Wilson was helow that already in use at the time, 
his live load, as a whole, which includes a uniform train load 
of 3,000 Ibs. per lineal foot, has not yet been exceeded, even 
with the cars of 60,000 lbs. capacity now being used on the 
Pennsylvania road. 

Now that we have reached a uniform train weight, practi- 
cally equivalent to the average engine weight, the concentrated 
load on the driving-wheels has lost a great deal of its former 
importance and its consideration is exacted only for short 
spans, parallel members and primary members of long 
spans. G,. BOUSCAREN. 
[We quoted verbatim the clause above, ‘The 
live load adopted by Mr. Wilson is not likely to 
be exceeded in the near future,” and it certainly 
never occurred to us that the closing clause 
which we did not quote was not intended to say in 
effect that ‘‘although Mr. Wilson’s engine loads are 
occasionally exceeded, yet they are not likely to be 
exceeded enough to make the assumed loads too 
small for a specification.” Moreover, we hardly think 
Mr. Bouscaren is correct in stating that ‘‘ the live load 
as a whole has not yet been exceeded.” Two of the 
Pennsylvania Class R engines, followed by a train of 
the Pennsylvania standard hopper-bottomed gondola 
cars, will produce considerably greater strains in any 
span if less than 200 ft. or perhaps 309 ft. Sucha 
train may never yet have been made up, but it is 
liable to be any day. 

Even if we neglect the engine load altogether, and 
consider the car load alone, we suspect that strings of 
three or four cars could be found by no very long 
search on any of the larger lines which will ap- 
proach, or even exceed, Mr. Wilson’s limit. In fact, 
3,000 Ibs. is closely approached in the aboye mentioned 
standard car of the Pennsylvania Railroad itself. It 
has a body 24 ft. long, 26 ft. 8 in. out to out of buffers; 
weight, 19,800 lbs.; capacity, 50,000 lbs.; total, 69,800 
Ibs. actual weight, against 24 x 3,000 = 72,000 Ibs. 
specified bridge load for its length of body, and 26.67 
X 8,000 = 80,000 lbs. for its total length out to out. 
It is only necessary to put another board on its side to 
increase its capacity to 60,000 lbs., which its wheels will 
perfectly well carry, or if a wrecked truck happens to 
be put on top of the car, or the end platforms are left 
off and its couplingsshortened up a little, we have our 
limit atonce. Already it is 2,620 lbs. per foot, and in 
practice probably 2,800 or more.—EDITOR RAILROAD 
GAZETTE. | 














PHILADELPHIA, Sept. 27, 1886. 
To THE EDITOR OF THE RAILROAD GAZETTE: 

In your article entitled ‘‘ Good Practice in Bridge Buying,” 
published in your issue of Sept. 17, in your reference to my 
paper on ‘‘ Bridge Specifications,” read before the American 
Society of Civil Engineers, 1 beg to correct an error in the 
statement that this was a ‘‘ proposed new form” of specifica- 
tion, and also that the ‘‘ typical” live load adopted ‘‘ was ex- 
ceeded in considerably less than six months.” 

These specifications have been in use for some years, 
although never before published, and the typical engines as 
there given were adopted as the basis for calculations some 
eight years ago. JOSEPH M. WILSON. 

[Mr. Wilson’s paper, presenting the specifications 
from which we quoted, was read before the American 
Society of Civil Engineers, June 25, 1885, and pub- 
lished June, 1886, with very numerous discussions. 
It is stated in the paper that the typical loads given 
were decided on ‘‘ several years ago,” but the specifi- 
cations are merely stated to be ‘‘ now” standard on 
the Pennsylvania Railroad, and the offering of the 
paper containing them ‘‘ in the hope that it may con- 
tribute something to the profession” may be fairly said 
to imply that they are ‘ proposed” for more general 
adoption and to an implied intention to modify them 





dollars, or when a number of latches are made at the same 





a reduced scale from an original drawing prepared by Mr. 





time, about six dollars. 





should discussion develop any desirable modifications, 
lt was in this sense only that we spoke of them as 
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‘* proposed.” The essential fact still remains that the 
specified loads had been exceeded by the engine illus- 
trated in the same issue of Sept. 17, 1886, before the 
paper was published.—EpiToR RAILROAD GAZETTE. | 


Compound Locomotives. 
No. 28 BOULEVARD DE CLICHY, | 
Parts, Sept. 17, 1886. | 
To THE EDITOR OF THE RAILROAD GAZETTE : 

I have noticed in one of the last numbers of your excellent 
periodical an article with illustrations on the compound loco- 
motives constructed on the continent.* 

You are not unaware that I was the first to construct 
locomotives on the compound principle, and that the engines 
built after the so-called Von Borries or Worsdell systems are 
nothing more, with certain modifications of detail, than a 
copy of the engines which I built in 1876. 

I°think you will receive with interest three photographs 
relative to compound locomotives constructed by me, of 
which the two first show the first compound locomotives 
which were ever built : 

No. 1. Compound locomotive built in 1876 at Creusot for 
the Bayonne & Biarritz Railroad ; standard gauge ; weight 
19 tons (of 2,204 lbs.), in service. 

No. 2. Compound locomotive constructed in 1878 at Paris 
for the same road ; 24 tons in service. One of these engines 
was exhibited at the Paris Universal Exposition in 1878. 

There are three engines of type No. 1 and two of type No. 
2, which have been in use from the beginning on the Ba- 
yonne-Biarritz road, which uses no other system. 

No. 3. Com»ound locomotive for the railroad from Athens 
to Laurium, Greece, built in 1882 at the Esslingen Works, 
Wurtemberg; weight, 28 tons in service; gauge, 1 metre. 

There was read recently at the Institution of Civil En_ 
gineers ir London,+ a paper by Mr. Borodin, Locomotive 
Superintendent of the Russian Southwestern Railroad, on ex- 
periments made by him with a locomotive altered into a 
compound under my system. These experiments lasted for 

five years, and showed that the reconstructed machine de- 
veloped an equal force with 25 per cent. less fuel than other 
similar machines, not altered. ° 

I will send you drawings of this engine and of a new com- 
pound locomotive with four cylinders and flexible truck, 
which I have designed for roads having curves of short 
radius. A, MALLET. 

[There can be no question that to M. Anatole Mallet 
alone belongs the credit for the first invention of the 
modern compound locomotive. Webb, Von Borries, 
Worsdell and others, by whom various modified types 
of the compound principle are named, followed after 
him in the matter, and probably would be the last to 
claim otherwise. In fact, Webb and Von Borries 
made their first tests with engines of his type. This 
is so well understood and so generally admitted that 
it did not seem necessary to refer to the fact in our 
article, which was restricted to a discussion of a few 
special designs of compound locomotives, and did not 
pretend to give a complete résumé of the status of the 
type. 

We gave a brief history of the introduction of com- 
pound locomotives in our issue of Aug. 28, 1885, where 
M. Mallet’s claims are fully recognized. As is usually 
the case with the introduction of any new device, 
evidence is forthcoming that the idea had been 
previously conceived by others in a more or lessdefinite 
way, and even embodied in an actual locomotive as 
far back as 1850, but M. Mallet was the first to bring 
the compound locomotive to the status of an accom- 
plished fact. The locomotive referred to by him as built 
in 1876 was illustrated and described in the Railroad 
Gazette of Dec. 21, 1877; the others are still of the 
same general type, even in the details.—Ep1TorR RatL- 
ROAD GAZETTE. ] 














Cleaning Tracing Cloth. 


To THE EDITOR OF THE RAILROAD GAZETTE : 

In your issue of Oct. 1, 1886, you give quite a number 
of methods of removing grease from tracing cloth, but why 
do you omit common chalk? It is without a doubt the sim- 
plest and best remedy, and its application simple. 

First, scrape it over the tracing cloth, and then thoroughly 
rub with a soft rag. Again you suggest using the dull side’ 
As you know, since blue printing has come into general use, 
it is the usual custom to keep the tracing as the standard 
drawing. 

Suppose some change or improvement should occur in the 
particular machine you have drawn, which would you pre_ 
fer, to alter that tracing which is made on the dull or that 


made on the glazed side ? ‘ 
JOHN GESSLEMAN, 








THE SCRAP HEAP. 


Railroad Young Men’s Christian Association. 

The Headlight, published by the Detroit Association, 
reports a prosperous condition of affairs. The reading room 
at the Brush Street Branch has been refitted and is now well 





opening of arcom at Sixtieth street and Eleventh avenue 
for the special convenience of the men who run into the yard 
at that point. 

**Mr. Neason Jones, who for the past six months has been 
associated with Mr. Cole in our West Side rooms, has entered 
upon his duties as Assistant Secretary in charge of the Wee- 
hawken and New Durham rooms. 

‘The new association at Frankfort has entered upon its 
work with splendid [ec 5 meng of success. The officials of the 
West Shore render all the aid possible, and the men 
show a keen appreciation of the benefits offered.” 


Old, but Timely. 


The flurry in New York & New Rnafend stock in Wall 
street reminds a cotemporary of an old story which will 
bear repetition, and which was told of Uncle Daniel Drew, 
of famous Wall-street memory. Uncle Daniel short of 
Harlem stock, and up shot its price. He ee t couldn’t 
cover. Each hour piled his losses higher until finally, to 
desperation driven, made a call upon his great cotem- 
prety ero of the stock market, bluff old Cornelius 
anderbilt, 


**Commodore,” quoth Uncle Daniel, his piping voice 
asqueak, ‘‘ Commodore, I’ve got to git some Harlem, and no- 
body ain’t got none.” 

And then it was that the Commodore made that not quite 
consoling but extremely philosophical remark, famous even 
unto this day in Wall street: 

** Sonny, don’t you ever sell what you ain’t got !” 


The Conductor's Tribulations. 


**Do I look lite a Pennsylvania Railroad conductor ?” 

The blue and silver gentleman leaned gloomily against the 
fireless stove and viciously kicked over the array of lanterns 
which the brakeman had just lighted and set in the forward 
end of the rear car of the 9:45 accommodation from Harris- 


burg. 

Well, John, you’re no dude,” said the traveling man who 
teetered over the arm of the third seat from t e door, and 
ther2by contrived frequent occasions to beg the pardon of 
the pretty girl who had got in at Coatesville as the accom- 
modation jog trot sent him tipping over on her. 

‘*T should say not,” said the conductor. ‘*‘ Why, I’ve been 
too sick of it to get shaved for the last two days. I ain’t had 
my boots blacked since yesterday. I don’t care whether my 
clothes is dusty or not. What’s the use ?” 

The conductor’s tone was really desperate for a blue and 
silver gentleman. Tbe traveling man tipped over on the 
Coatesville girl again, joined in her laughter inspired by the 
suggestive sound of some vitreous article in his pocket as it 
clanked against the ash of the seat arm, and attempted to 
console his friend. 

** Oh, never mind, John,” he said, ‘* it won’t be long. 
S’pose you was runnin’ reg’lar out of Atchison or somewhere 
else in the cowboy country. Why, tbese jays ain’t a cir- 
cumstance to ’em.” 

‘** T don’t have to run out any Atchison,” replied the con- 
ductor, somewhat offended at the idea of his dignity being 
lowered to any point west of Chicago. 
The brakeman stuck his head in the dvor and drawled 
Powelton avenue in the parish clerk manner of the well-con- 
ducted brakeman. There was a huddled rush of countrymen 
for the door. The traveling man picked himself out of the 
pretty girl’s lap with genuine occasion to ask her pardon. 
The conductor planted himself, colossus fashion, across the 
aisle and began a bh: ‘‘ Passengers will please remain 
seated until the train comes to a full stop—There is no neces 
sity—No, sir, we are nowhere near Bristol—Madame, I can’t 
tell whether your husband is outside there or not—Great 
cott ! 

With the last exclamation the conductor undammed the 
crowd of country people, rushed out on the ae ae jumped 
down and snatched a drunken rustic from the path of a west- 
bound freight, and reappeared in time to tbrow a little boy’s 
cap, which the little boy’s mother had forgotten, after him. 
Then as the train started again he resumed his place against 
the stove with a look of injured innocence at the traveling 
man, which seemed to say: ‘* Can the cowboy country beat 
this ?”’ 
There was the silence of assent to the conductor’s facial in- 
quiry, and he went on: ‘Its fairs—not f-a-r-e-s, but f-a-i-r-s 
—county fairs. County fairs. ‘bis crowd bas been drawn 
to see prize hogs and pumpkins, pitchforks and thrashing- 
machines. It’s been so for a week, and it'll be for a month. 
It isso every year. This gang’s mostly from the Lancaster 
fair. We bad just such another crowd at Harrisburg, from 
the grangers’ picnic, but we got rid of most of them by the 
time we got to Columbia. Eight car-loads of people, and not 
one-tenth of them ever travel except this once a year. I’ve 
run the theatre train out of Jersey City on the New York 
Division every week-day for a year, and Saturday nights it 
was pretty tough, but it wasn’t a white marker to this. You 
might have half a dozen drunks, but those drunks were used 
to traveling and used to being drunk. But take a man 
who ain’t used to traveling and ain’t used to being drunk, 
and have him traveling and drunk at the same time and it’s 
a great combination. Listen to that, will you !” 

he tipsy howls of the four young men who had a bottle 
filled with Highspire whisky at caster filled the car. 
There was a slight chain of circumstantial evidence in their 
warble that the ‘‘ Mikado” had got on his travels in the back 
counties. 

‘* Frazers!” called the brakeman, sticking his head in the 
door again. When the conductor came back the traveling 
man had managed to somersault himself into the acquaint- 
ance of the Coatesville girl, and without an auditor the blue 
and silver gentleman mused on his grievances to Broad 
street.—Philadelphia Press. 


A Noble Boy. 

One morning last week the engineer of an express train on 
an eastern road was startled by the sudden appearance on the 
track ahead of a boy who was frantically waving a piece of 


red flacnel. Interpreting this, of course, as a warning of 
danger, the engineer instantly whistled for down brakes. 
Just then the train, which had been going at the rate of 60 


miles an hour, turned a sharp curve, and a cry of horror 
broke from the lips of engineer and fireman, for in the centre 
of the track, but a few yards ahead, was a e bowlder. In 
a few seconds the train came to a standstill, the cowcatcher 
almost touching the huge stone. 

A few seconds later the boy who had saved the lives of so 
many of his fellow-creatures was surrounded by the pale 
and excited passengers, who were listening to the story of 
the rescue. 

‘*T was walkin’ along the track on my way to my Sunday- 
school teacher’s house, when I see that stun on the track,” 





supplied with reading matter. The entertainment commit- 
tee has arranged for a popular series of entertainments, in- 
cluding lectures and concerts, for the winter season. 

The Monthly Reporter, published by the New York Asso- 
ciation gives the following notes in addition to those pub- 
lished last week : : 

‘* Cottage mevtings are to be held every Wednesday evening 
during the season, at White Plains. Railroad men and their 
families are cordially invited. 

‘“* Our work on the West Side is to be strengthened by. the 


began the little fellow, modestly, and if his grammar was 
not of the best, no one thought of criticising it then. ‘I 
knew this train was pretty near due, an’ I made up my mind 
I'd have ter her. So I looked around an’ found this here 
flannel—it’s Pe oe of an old flag, ye see, that some signal 
| man’s fired away—an’ I run ahead with It—an’ that’s all 
there is ter tell.” : 
{_ ** You§are a noble boy,” said an old gentleman, in a voice 


Tam to pass my hat around for contributions for his 
boned aad bore ee $5 note for my share.” 

Some of the rs took their ip considerable 
haste at this, Eeseneny, remained, and in a few minutes a 
heap of coins and crisp bank-notes was thrust into the hands 
of the blushing and bewildered little fellow. Then the old 
gentleman who had started the collection handed him a card, 


saying : 
shi fore you have my name and address, my lad, and, if 
you ever need a friend, come to me.” 
Then, the bowlder having been removed from the track, 
the train started. The boy watched until it disappeared in 
the distance ; then he sat down beside the track and began 
counting the money. It was then that five other boys 
eme’ from behind a clump of bushes by the roadside and 
advanced toward our ex-hero. 
“Yer © gee it bully,” said one of them. ‘‘How much did 
yer get 
‘* Forty-seven dollars and ninety-five cents,” was the reply. 
‘*T'll give you fellers yer share before we go home. y; 
don’t this lay over =, huckleberries an’ sellin’’em for 
five cents a quart / ell, I should ejackerlate !”—Tid Bits, 
It is gratifying to note that the running of freight and 
senger trains on Sunday is perceptibly diminishing. Vor 
several years the practice seemed to increase correspondingly 
with the growth of traffic, which was steady and continuous 
in spite of the stagnation in general business which followed 
the panic of 1873. The running of Sunday trains seemed te 
be a necessity i rable from railroad ion, and the 
religious and church-going portion of the community 
fear that a with the practice would ultimately, so 
far as railroad employés are concerned, make the week consist 
of seven working days instead of six. The tendency in this di 
rection, however, seems to have reached its limit, and may be 
followed by a decided reaction, not so much from a sentiment 
of religious obligation as from purely business considerations. 
There are no duties more exacting and arduous, or which 
more imperatively require sound minds and healthy bodies 
for their proper performance, than those which devolve 
upon railroad men of every grade, and ly trainmen. 
Whether Sunday is identical with the Sabbath of the 
decalogue is a question for polemics, but there is no question 
at all that itisa day of coveted rest from week-day toil* 
and, as such, is a and enjoyed by almost every - 
body. Every railroad manager knows that more and better 
service can be got from an employé in six days, when the 
six days are preceded and followed by a day of rest, 
than could be got from: him in continuous periods of 
seven days without any intervals of rest. In justice to 
managers it should be said, however, that they are power- 
less to abate the evil of Sunday trains unless sustained b 
a prevailing public sentiment. Road managers are in this 
matter as much the slaves of the t exactin ey as the 
train hands are of the managers. It would doubtless comport 
better with the proper observance of Sunday if all trains 
except those carrying through mails were suspended on that 
day. But owing to the immense increase of through and 
local passenger traffic, this is out of the question: and as re- 
gards freight trains, the pomeny oy may consider it a 
wicked to keep them on the move in the b season, regard- 
less of Sunday, but he must not fall behind his competitors 
nor disappoint the stockholders. 
Public sentiment against the running of Sunday trains does 
not, in fact, amount to much. The practice is condemned in 
the abstract by the mass of church-going people, but when 
these people are asked to withhold their —— from such 
trains, the boycott does not very alarmingly affect the re- 
ceipts. Very few people, in fact, can be found among those 
who are the most ou’ against this kind of sabbath- 
breaking who will not we me iy a Sunday train in 
of 


Sunday Trains. 


any pressing ee or but in such case 
the patronage most likely be justi as a matter of un- 
avoidable necessity, but not the runningjof the train.—Na- 


tional Car & Locomotive Builder. 


A Collision with a Balloon, 


A remarkable occurrence took place at Albion, the other 
day. Agymnast made an ion with a balloon, and 
while he was exhibiting on a trapeze, he drifted across the 
Central Railway track directly in front of an approaching 

ssenger train. The engineer set his air brakes and whis- 
tled, but the balloon would have been struck had not the bal- 
Joonist, by ‘‘ jumping” his air-ship, caused it to rise, so that 
the trapeze barely cleared the smoke-stack of the locomotive, 
he himself clinging to the ropes hanging from the net.—Syra- 
cuse (N. Y.) Journal. 


Pathfinders. 

‘* Tt isall very well,” said the track-walker, who had fallen 
through the trestle-work, *‘ to hit the nail on the head ; but 
to hit your head on the nail, be gorra, is quite an intirely 
different thing altogether.” 

The new dude picked out a vacant seat beside the only lady 
in the car, and sat down beside her. ‘* You are not afraid of 
me, I hope ?” he said, sweetly. ‘‘ Oh no,” she replied, kindly, 
‘* not atall. [am an attendant in the state asylum for the 
insane.” He looked sorry, but whether it was for himself or 
the other idiots, nobody could tell. 

** lm going to me brother Mick Casey’s,” said a woman on 
a Wabash train to the inquisitive conductor, ‘‘ But where 
does: he live? What station do you get off at?” “ Sorra 
the wan av me knows, He wraut me to come, and said it 
was on the railrowd he wurrked, an’ ye’d know whare he 
lives.” That was all the puzzled conductor could get out of 
her, so he went on collecting her fare from station to station, 
until the train up at a gravel pit to let an express go 
by, when a burly section hand approached him. ‘Is me 
sisther, Ann Casey, an boord wid you?” he asked. And 
as the conductor handed out this — passenger, *‘ Had 
ye any tbrouble findin’ me ¢” asked Mick. ‘‘Sorra the bit,” 
replied Ann, *‘ the man wid the gold buttons thayre said he 
didn’t know ye, nor whare ye lived ; but I knowed be the 
eye ov him it was only taising me he was.” ‘‘ Thrue for you; 
it’s a born divil he is for chaffin’ ony one.” 

** Say,” said the clerk, who had been off on vacation 
two weeks, ‘‘ Say, I lied about that trout I caught down in 
Maine last week. I was telling you about it last night, you 
know, and I lied about it.” he baggageman looked awe- 
stricken at this revelation. ‘‘ That’s right,” he said faintly, 
‘* own up; you'll feel better.” The brakeman was trying to 
revive the trainboy, who had fainted dead away, and 
the conductor looked amazed and helpless. ‘‘ Has Sam 
Jones been running on this train lately / he asked. Then 
he turned to the leclerk. ‘* Well,” he said, ** we'll all 
stand by you and help you, if you have really reformed and 
are going to try to do better. So you did lie about the 
big trout, did you?” ‘‘ Yes,” said the R. P.C. with a heav 
sigh, ‘‘ I did, and I’m so: for it. I made it two pounte 
and a quarter too light. I said it dressed a pound and three- 
quarters; it reall weighed four ” Then an awful 
silence, such as follows the request for five dollars till pay- 


day, came creeping on all-fours into the car, and the con- 
ductor went out and told the engineer to slide by all the flag 
miles a minute, and maybe they 
neck on a 


stations about a 





' broken with.emotion. ‘* Friends,” he added, turning to his 
fellow-passengers, ‘‘ this little hero must not go unrewarded. 





could break that postal clerk's -catches, 


vi 
—Burdette, in Pathfinder Guide for 


October. 






























































THE RAILROAD GAZETTE. 





[OcTOBER 8, 1886 




















Pubhshed Every Friday, 
At 73 Broadway, New York. 


EDITORIAL ANNOUNCEMENTS. 


Passes.—Ali persons connected with this paper are forbid- 
den to ask for under any circumstances, and we 
will be thankful to have any act of the kind reported to 


this office. 


Contributions.—Sub scribers and others will materially 
assist us in making our news accurate and complete if 
they will send us early info~mation of events which take 
place under their observation, such as changes in rail- 
road officers, organizations and changes of companies 
the letting, progress and completion of contracts for new 
works or important improvements of old ones, experi- 
ments in the construction of roads and machinery and 
in their management, particulars as to the business of 
railroads, and suggestions as to its improvement. Dis- 
cussions of subjects pertaining to ALL DEPARTMENTS of 
railroad iness by men practically acquainted with 
them are especially desired. Officers will oblige us by 
forwarding early copies of notices of meetings, elections, 
appointments, and ially annual reports, some notice 

of all of which will be published, 


Aivertisements.— We wish it distinctly understood that 
we will entertain no proposition to publish anything in 
thisjournal for pay, EXCEPT IN THE ADVERTISING COL- 
UMNS. We give in our editorial columns OUR OWN opin- 
tons, and only, and in our news columns present 
only such matter as we consider interesting and im- 
portant to our readers. Those who wish to recommend 
their inventions, machinery, supplies, financial schemes, 
etc., to our readers can do so fully in our advertising co!- 
umns, but it is useless to ask us to recommend them edi 
torially, either for money or in consideration of advertis- 
ing patronage. 

















THE DECREASE IN FOOD EXPORTS. 


While the value of the breadstuffs exports from this 
couutry has fallen off greatly since 1881, and of pro- 
vision exports also, the value of cotton and petroleum 
exports has been well maintained. These are the 
great staple exports of this country, having been from 
724 to 83 per cent. of its total exports of domestic 
merchandise in the last ten years. 

Cotton, which had long been our chief export in 
value, was exceeded by breadstuffs in each of the four 
years from 1877-78 to 1880-81, but has had a long lead 
for the last five years, in which the aggregate value of 
the breadstuffs was $838,000,000, and of the cotton 
$1,051,000,000. There has been a very large decrease 
in the total value of our exports since 1881, and it has 
been almost wholly in breadstuffs and provisions—the 
productions of Northern farmers. The exports other 
than those of the four great staples have been quite 
well maintained. 

In millions of dollars the values of each of the four 
great staples (including live stock with provisions), of 
breadstuffs and provisions together, of the other ex- 
ports, and of the total exports, have been for 11 suc- 
cessive years ending with June 30, reduced to gold : 
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* Tobacco, lumber and timber, fruit, oilcake, fish, furs, coal 
and copper. 





For the first.four years the cotton exports averaged 
164 millions; since then, 216 millions; for the first 
three years the breadstuffs exports averaged 132 mill- 
ions; for the next five, 235; for the last three, 150 mill- 
ions. The fiuctuations in provision exports have not 
been so great, but the course has been similar—a 
large increase, culminating in 1881, and then a de- 
crease, making the value last year the lowest for ten 
years, while the average of the last four years, 120 
millions, is 18 per cent. less than the average of the 
four years previous, 146 millions. Rarely has there 
been such a great development of trade as the increase 
in the combined breadstuffs and provision exports 
from 222 millions in 1876 to 443 in 1881, and rarely has 
there been such a decline as from the 443 millions in 
1880-81 to the 228 last year. The growth was unin- 
terrupted, and so was the decline. In both cases 
prices had much to do with it, but not everything by 
any means. This rapidly growing country has spared 
much less food for export of late years than it did 
from 1878 to 1852, though there has been a large area 
of new land occupied meanwhile. 





We have shown repeatedly that notwithstanding 
the great number of new farms, grain production in 
this country has not increased. This year both wheat 
and corn crops are much smaller than in 1879 or 1880. 
But on the average the production has been about as 
large as then, while we see the exports have greatly 
decreased. The fact is that the consumption of the 
country has greatly increased, and increased much 
faster than its production of food. The population 
which had enough from the production of 1880 to spare 
the value of $443,000,000 for export was 50 millions; that 
which spared $229,009,000 worth from the crop of 1885 
was about 58} millions. If we divide the $215,000,000 
decrease in exports by the 8,500,000 addition to the 
population, we have about $25 each. This is doubt- 
less a large allowance for the average individual con- 
sumption of wheat, flour, meat, butter, etc., but the 
decrease in quantities export: d has not been in pro- 
portion to the decrease in values, owing to the lower 
prices. 

This increase in population, and consequent great in- 
crease in home consumption, has bad a profound effect 
on traffic. The movement to theseaboard has become 
comparatively much less important than it was; the 
interior movement much more important. The flour 
and provisions, which a few years ago would have 
gone abroad, are distributed all over the country, but 
chiefly over that part of the country east of the Mis- 
sissippi, where industries other than agricultural pre- 
vail. The growing prosperity of the South also has 
probably increased the consumption of Northern 
breadstuffs and provisions. 

What we have given under the head of “ other 
natural products” includes products of the soil raw 
and with slight changes by manufacture. The 
chief of these are lumber and tobacco ; those which 
may be counted as agricultural produce, icbacco, fruit 
and oil cake. have varied comparatively little in value, 
but were more last year than ever before, namely, 40.8 
millions, chiefly on account of larger tobacco exports ; 
for the last five years their average value has been 
33.2 millions ; for the five years previous, 32.7; so 
that they cannot be said to have grown; but there 
has been a considerable increase in coal, copper and 
lumber. 

Most of what is given under the head of ‘‘ other ex- 
ports” are manufactured goods, but not all. Last 
year, of the 103.8 millions 16.8 millions were *‘ natural 
products”—28 different articles, chief of which were 
naval stores, hops, animal and vegetable oils, and 
seeds, The exports of these in 1876-77 were 20.8 
millions, so that there is no indication of an increase 
in these. There isa great gain in these ‘‘ other ex- 
ports” since 1876 and 1877, but it was made all at once, 
from 1876-77 to 1877-78, having been 108.6 millions in 
the last named year, and having averaged 100.3 millions 
for the last nine years. From what has been said be- 
fore it is evident that the gain has been wholly in 
manufactures; and examination shows that the values 
of the exports of the chief of these, namely, agricul- 
tural implements, manufactures of iron (including ma- 
chinery), cotton goods, leather, chemicals, spirits and 
sugar, have been for 10 years, in millions of dol- 
lars : 


1877. 1878. 1879. 1880. 1881. 1882. 1882. 1884, 1885. 1886. 
43.2 45.6 50.5 44.7 51.5 55.4 588 60.7 68.1 610 

This accounts for rather more than half of what we 
have given as ‘“‘ other exports”; products of the soil 
or simple manufactures of them make from 15 to 20 
millions more, and this leaves us last year with 26 
millions of manufactures other than those specified 
against 19.8 in 1876-77, showing an increase in total 
manufactured goods from 63 millions in 1876-77 to 
87 millions last year—38 per cent. 

This is a large percentage of gain, but the amount 
of gain is small compared with the total exports. It 
serves to illustrate, however, the fact indicated by the 
decrease in food exports, namely, that population has 
grown much faster than agricultural industries; for 
though the increase in exports of manufactures has 
not been very great, it has been made at a time when 
the exports of Northern farm products were decreasing 
greatly, and when imports were decreasing. For 
these latter have been, in millions of dollars : 

-— Year :o June 30,.——_—_—________ __— 
1877. 18783. 1879. 1880. 1881. 1882. 1883. 1884. 1885. 1886. 
451.3 437.1 445.8 6680 642.7 724.6 723.2 667.7 577.5 635.4 

There were 50 millions of people to consume the 668 
millions worth of foreign goods in 1880-81, and 58} 
millions to consume the 6354 millions last year. At 
the same rate per inhabitant as in 1880-81 the im- 
portations last year would have been 1752 millions. 
The average value of goods consumed per inhabitant 
doubtless was smaller last year, because prices were 





Year to June 





increase in manufactures to make up for part at least 
of the decrease in imports. 





The general resylt is a more general distribution of 


lower, but nevertheless, there must have been a large | Defici 


the products of the soil, and especially of food, in this 
country, and a reduction of the movement to the sea- 
board, which is shown very clearly by the difference 
between the total eastward movement of freight and 
the seaboard receipts. The latter have fallen off greatly 
since 1881; but the total movement eastward from the 
western terminiof the eastern trunk lines even, has 
been much better maintained, showinga great increase 
in consumption even in the interior of New York, 
Pennsylvania, New Jersey and New England. But 
the chief increase in population and food con- 
sumption has -been further west, so that Ohio, 
Michigan, Illinois and Wisconsin are consuming more 
and more of their own grain and meat, and even im- 
port from the states west of the Mississippi; and even 
in the first tier of states west of the Mississippi the 
growth of the town population has been so much 
greater than the growth of the farm population that 
they probably have Jess to send to market now than 
they had six years ago. This is becoming an indus- 
trial country, and the traffic between such traffic cen- 
tres as Chicago and St. Louis in the West and the sea- 
board cities in the East is not growing, or is growing 
slowly, and the interchanges between these and other 
places in the West with interior towns in the East, and 
probably still more with those north of the Ohio River, 
and also in the South, are increasing greatly. Just 
what the effect on transportation is we cannot know 
without more definite data as to the interior traffic. 
The hauls are shorter than those to and from the sea- 
board, but many of them are long hauls. <A few years 
ago the rates would have been higher and more easily 
maintained on the interior traffic ; but it is doubtful if 
that is true any longer ; the greater part of this traffic 
is likely to be carried at trunk line through rates: 
except where the hauls are quite short. There is, how- 
ever, a great increase in the short hauls, especially of 
farm produce, and of travel. The capital fact is that 
the through traffic has became a decidedly smaller 
proportion of the whole. 














The New York Central’s Last Fiscal Year. 


The New York Central directors in making a div- 
idend for the quarter last week, issued a statement, 
with September partly estimated, of the income ac- 
count for the fiscal year ending with September— 
which has never been done before. The West Shore 
was included only for the last. three quarters of the 
last year, which makes the comparison with the pre- 
vious year of comparatively little value. 

For the increase of $6,070,559 in gross earnings and of 
$2,653,628 net were, of course, largely due to the West 
Shore ; the result in the profits of the company, how- 
ever, is the capital fact; and we find that with an 
increase of $1,316,274 to the interest and rentals, there 
was an increase of $2,000,658 in the surplus available 
for dividend, which was $4.79 per share of stock, 
against $2.43 the year before. This is certainly a 
great improvement, but the comparison is made with 
the worst of years, when the two roads which are now 
united were doing their worst to destroy each other’s 
profits, and succeeding in it. 

The gross earnings of the two roads were less than 
those of the New York Central alone in each of the 
four years from 1879-80 to 1882-83, and less also than 
in 1873-74, and the net earnings of the two last years 
were exceeded by those of the New York Central alone 
in every year but one from 1874 to 1883, inclusive, 
while the profit per share (owing to the increase in 
fixed charges to pay the rent of the West Shore road), 
though nearly twice as great as the year before, was 
less than in any other year. In the 14 years from 
1870 to 1883, inclusive, this profit per share fell below 
$8 but twice, having been $7.67 in 1870, $7.76 in 1877, 
and $6.42 in 1882, and the average for these 14 years 
was $8.78. Even in 1884 it was $5. 22. 

The last year was not wholly a favorable one, but 
traffic was remarkably large in the first quarter of it, 
and also large in the last quarter, and rates were bet- 
ter maintained than in most years, 

To make the comparison so far as possible between 
the systems as they now are, we have added the earn. 
ings and expenses, etc., of the West Shore for the first 
nine months of 1885 to those of the New York Central 
for the same time, and plsced them by the side of 
those reported by the New York Central for the united 
roads for the corresponding nine months of this year, 


as follows: 


1886 1885. 





Ivc orDec. P.c. 

Gress earn.. ....:.$23.623.398 $20,261,280 + $3,362118 16.6 

Expenses....... . . $4,837,791 15,852,433 — 1,014,642 6.4 

|. ae $8,785,607 "$4,408,847 + $4,376,760 99.3 

Prior charges.. ... 5,783,000 4,891,219 + 891,681 18.2 

Surplus. ...... . $3,002,607 ............ + $3,485,079 .... 
~  SaeCT ene e pene od GERM 155 43549. 


The increase in the gross earnings of the combin 





roads for the nine months is not so very great as might 
have been expected, being just about one-sixth, while 
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for the eight of these nine months reported the Penn- 
sylvania gained 16 per cent. in gross earnings and the 
Erie 193 per cent., and neither of these suffered in 
1885 from the great reduction in local rates as the 
Central and the West Shore did, so that neither had 
so much to gain by their restoration, which followed 
the union of the two roads. The reduction in work- 
ing expenses is less than 6} per cent.; yet the effect 
of the increase of one-sixth in gross earnings and of 
the decrease of one-sixteenth in working expenses is 
an increase of very nearly 100 per cent. in the net 
earnings of the two roads. This is because the net 
earnings were so small in 1885, the West Shore having 
a deficit of more than a million in the nine months. 

When gross earnings are 100 and expenses 99, it does 
not take much improvement to double the net earn- 
ings. It was not quite so tad as this with the West 
Shore and the New York Central last year, but it was 
something like it, the working expenses of the two 
roads taken together having been 78} per cent. of the 
earnings, against 624 this year. 

The increase in fixed charges was less than one-fifth 
of the increase in net earnings. These charges ex- 
ceeded the net earnings last year without taking into 
consideration the unpaid interest on the West Shore 
bonds, for the New York Central itself in these nine 
months earned but $800,000 more than its prior 
charges, or 90 cents per share, and the West Shore’s 
deficit largely exceeded this. Thus, while the surplus 
available for dividend from the two roads was $3,485,~ 
000 more this year than last, it was still only $3,002,- 
660, which is $3.36 per share of New York Central 
stock, rates being better maintained than usua] 
throughout the nine months, but traffic not having 
been very good in the first six of them. 

These nine months, however, are not average months. 
One of the best quarters of the year is usually the 
last one, not included above. In it last year, rates not 
being fully restored for several weeks, the New York 
Central alone earned $2,741,398, while the average of 
the two roads together for the nine months following 
has been but little greater—$2,928,536; and the New 
York Central’s surplus for the last quarter of last year 
was $1.43 per share, against an average of $1.12 from 
both roads since. 

There is, however, one very encouraging fact shown 
by last week’s report, namely, the result in the last 
quarter of the year. We compare it below with the 
result on both roads last year and in 1884: 


More or less 
than in 
1886. 1885. 1884. 1885. P.c. 
Gross earn. ..$8,708,000 $7,155,346 $8,463,937 +$1,552,654 21.7 
Expenses.... 5,241,000 5,713,059 5,930,083 — 472,059 8.3 


Net earn. $3.467. 000 14 442, 287 $2,5 2.533.854 {3 44 1417 
Prior charges. 1926,000 1,581,463 1,657,987 + 344 








Surplus... $1,541,000 css sas. $875,867 +$1,680,176 
Deficit. . TRE a i ase 
Per share... $1.72 $0.18 $0.98 +” $1.90 


The senate with last year shows little more 
than the difference between the worst possible condi- 
tion of things and the present condition, for that was 
the most unprofitable quarter the New York Central 
has ever had, the surplus over its fixed charges being 
only $89,482, or just 10 cents per share, against 27 
cents in the previous quarter and 53 in the first quar- 
ter of 1885. By an increase of 21.7 per cent. in gross 
earnings and a decrease of 8.4 per cent. in working 
expenses, the net earnings of the two roads were ip. 
creased no less than 142 per cent., and the surplus 
over fixed charges was no less than $1.72 per share, in 
what is not usually the best quarter of the year. The 
comparison with 1884 is more instructive, the de- 
moralization of rates consequent on the competition 
of the new road not having become general then, and 
the West Shore not being completed. The gross 
earnings this year were not 3 per cent. greater than 
then, but the net earnings were $933,000 (37 per cent.) 
greater, the West Shore having made but a trifle then 
($87,537). The profit per share of the New York 
Central alone in that quarter was $1.12, against 
$1.72 this year from the united roads. Only once 
since quarterly reports have been made was the profit 
per share larger than in the last quarter, namely, in 
the last quarter of 1883, when it was $2.05. That was 
a very favorable time, and the prior charges were 
then about 60 cents per share less than now. 

Gross earnings are not always larger in the last 
quarter than in the third quarter of the year. Both 
the Pennsylvania and the Erie earned more in the 
third quarter than in the fourth in every year since 
1880 except last year, and the New York Central did 
in i884, the first year in which it reported. There is, 
however, a very good traffic now, and though there pro- 
bably will not be so much carried as in the last quarter 
of last year, the rates are so much better than they 
were on some of the traffic then—not having been 
fully restored on through passengers and west-bound 
freight last year until near December—that larger net 


earnings ought to be made. The New York Central 
made $1.42 per share then; but its net earnings will 
have to be $459,000 greater to make as much this 
year, owing to the larger fixed charges. It has the 
West Shore to make it with, however, and it will not 
be surprising if the increase is more than that. 








September Earnings. 


Of 30 railroads reporting September earnings all but 
four earned more this year than last, but most of 
them made smaller gains than in August, but this is 
because September was a better month than August 
last year. The roads reporting a decrease were the two 
Buffalo lines, which depend largely on the bituminous 
coal trade, the Central Iowa, which seems to be 
generally persevering in not doing well, and the De- 
troit, Lansing & Northern. The aggregate earnings 
of the 30 roads were : 

1886. 1885. Increase. P.¢; 
$15,859,329 $14,090,917 $1,768,412 12.6 

This is a very large gain, and it is made in compari- 
son with a quite favorable year, for the 84 railroads 
reporting for September last year earned only 1 per 
cent. less than in 1884, though the 79 reporting in 1884 
earned 6} per cent. less than in 1883. The course of 
September earnings is best shown by the following 
statement of them for five years, however. 

The four roads northwest of St. Paul have earned : 


Earnings... .... 


1882. 1883. 1884, 1885. 1886. 
Can. Pac ...$274,257 $494,000 $639,840 $826, = $963,000 
North. Pac.. 772.838 1,194,714 1,236.560 1,224, 1,461,400 
St. P.&D.. 120,214 142 878 152,143 172. 3 204,046 
Manitoba. .. 834,617 754,473 738,587 740,845 823,397 


The Northern Pacific and the St. Paul & Duluth, as 
was indicated by the great wheat receipts at Duluth, 
have made great gains, the Northern Pacific 19 per 
cent., and the St. Paul & Duluth 18 per cent. They 
never before have earned so much in September. The 
Manitoba gains 11 per cent., and earned more than 
before since 1882, though the wheat crop is reported 
to have been especially poor on its lines. It gained 194 
per cent. in August, which was before the wheat 
began to move much. The Canadian Pacific’s gain is 
not remarkable, being 164 per cent—less than the 
Northern Pacific’s. 

Lines west and northwest of Chicago have earned in 
September : 


1882 1883. 1884. 1885. 1886. 

Wil! @ North... ........ $39.040 $46.338 $46,299 $59,991 
Mil, LS. & 

ihe k sage $83,012 98,249 99,208 144,805 312,600 
Ce Mil., & 

Bie ves nats 1,950,710 2,220,684 2,201,241. 2,273,277 2,555,000 

chic a x % 2'553, 041 2,647,968 2°34 6,914 2,552,324 2,687,200 
t +» M. 

_ Seer ee 52z.200 523,492 527.884 609,905 618,800 

Jen. Iowa ... 112,574 131,513 149,959 142,656 128,975 


The Milwaukee & Northern’s gain is made without 
increase in mileage, but in spite of the large percent- 
age of gain this year it earned only $264 per mile. The 
Milwaukee, Lake Shore & Western has added to its 
mileage every year, but the increase in mileage over 
last year is but small, while the increase in earnings 
is 116 per cent., due chiefly to the great d. velopment 
in the iron ore shipments for the new Gogebic dis- 
trict. Its earnings in September were much larger 
than in August even, and at the rate of $585 per mile, 
while the old Northwestern earned but $680, and the 
Milwaukee & St. Paul $517. 

The Milwaukee & St. Paul earned $281,723 (12'¢ per 
cent.) more than last year, when it earned more than 
ever before. The Chicago & Northwestern earned 
$134,876 (5} per cent.) more than last year, but only 
$39,232 more than in 1883, with a considerably smaller 
mileage. The Northwestern has gained but $134,159 
(5t per cent.) since 1882, while the Milwaukee & St. 
Paul has gained $604,290 (31 per cent.) in that time. 
The increase in mileage has been about the same in both 
systems. The St. Paul & Omaha gains but 8 per cent. 
over last year, but it earned more then than ever be- 
fore. These three great roads northwest of Chicago, last 
named, together earned $434,500 (8 per cent.) more 
than last year in September and $621,900 (15 per cent.) 
more in August. The gains, therefore, are less than 
they have been, but that is not because of any decline 
of earnings this year, but because earnings began to 
improve last year in September. In that month these 
three roads earned $350,467 more in 1885 than in 1880, 
while in August they earned $158,085 more in 1884 
than in 1885, 

Further south west of Chicago earnings have been 


as follows: 


1882. 883. 1884. 1885. 1886. 
.- $912,692 - 945 $916,964 $755,825 $770 Lz4 
Peoria, D. & Ev .. 68,105 73,659 74,66 78,054 89,654 
St. L. & San Fran, 339/504 383°082 482.944 398,610 488,500 
Denver & R. G... 599,191 666,669 521,957 563,396 62/536 


Southwest of Chicago the traffic has been less favor- 
able, if we may judge by the Chicago & Alton, for 
though it earned a little more than last year in Sep- 
tember, it earned much less than in any of the 
three previous years—from 154 to 174 per cent, 
less. The St, Louis & San Francisco, still further 


Chic. & Alton .. 





south, having considerable increase in mileage, earned 





23 per cent. more than last year, but only 5} per cent, 
more than in 1884. The Peoria road earned more 
than ever before, and the Denver & Rio Grande more 
than ever except in 1883, when the Denver & Rio 
Grande Western earnings were included. 

Other lines east of the Mississippi and north of the 
Ohio report : 


882. 1883. 1884. 1885 1886. 
Chic. & E. Il... $172,215 $158 226 $153. 874 a se 714 $170,682 
Cio.,L..8t.L. =< CG. 265.644 249,886 1.988 219,256 248,275 
Ohio & Miss... 462.779 497,729 537, i52 268.816 406.984 
Det., L. & M 139.402 9 036 120,796 117 7. #99 109,787 
Cin., Wash. &B. 201.929 5,092 186,055 152,685 20,710 
Wabnsh......... 1,682,382 17 37 182 1,427,875 1,1: 39'000 1,211,000 


All but one of these roads earned more this year 
than last, but all have earned less this year than in 
some one of the previous five years, though compari- 
sons with the Wabash before last year are valueless, 
because it was working more than 3,500 miles then, 
and only 2,150 now. The Eastern Illinois earned nearly 
the same as last year and a little less than in 1882, but 
much more than in the other two years; the Cincin- 
nati, indianapolis, St. Louis & Chicago earned more in 
every year except last year; the Ohio & Mississippi 
has increases over the last two years, but decreases 
about as large from 1882 and 1883. It and the Cin- 
cinnati, Washington & Baltimore are benefited largely 
by the better through rates (which were at their lowest 
in September last yearpand the larger winter wheat 
crops. The gain of the Wabash over last year was less 
than was to be expected in view of these facts, and not 
half as great-as its gain in August and but one third 
as great as its gain in July. 

The other roads which have reported for more than 
two years earned in September : 





1882. 1883. 1884. 1885. 1886. 
3 & fae . $223.868 $238.398 $234,500 
Buff ,R & P. $32,502 $83. B01 109.026 "133.431 118 805 
Long Island.. 267.706 285826 313,304 315.788 330,255 


Louis. & Nash.1,114,513 1,334,179 1,145,366 1,146,904 1,267,413 

The Long Island earned 44 per cent. more than last 
year and more than ever before; the other two Eastern 
roads earned less than last year, but more than in 
previous years, The Louisville & Nashville earned 
103 per cent. more than last year and more than in 
any other year except 1883. 








New York Shipments in September. 


The trunk line through shipments of freight from 
New York to the West (to points as far west as their 
western termini at Buffalo, Pittsburgh, etc.), in Sep- 
tember were much less this year than last. but they 
compare favorably with those of most other years, 
having been for seven years, in tons: 


1889. 1881. 1882 1883. 1884. 1885 
99,480 141,174 115,056 92,192 106,819 1° 


85 * 1886. 
27,195 107,182 

The shipments were made exceptionally large last 
year in September by the extremely low rates, and 
by expectation and finally by formal notice of an ad- 
vance, while at the same time there was an important 
revival of trade. The decrease of 20,000 tons com- 
pared with that year is not, therefore, remarkable or 
unfavorable. The shipments were nearly the same as 
in 1884, In 1881, when this year’s receipts were 
very largely exceeded, war rates prevailed, about 
one-third less than the present rates, and in 1882 


rates were considerably lower than now. The 
shipments, however, do not indicate any unusual 
activity in trade. Doubtless, the shipments by 


canal are much larger than last year, but it is not ap. 
parent why they should be larger than in other years 
when rates were maintained. There are also shipments 
by steamboat to New London, and thence by the New 
London Northern and the Grand Trunk, by steamer to 
Newport News or Richmond, and thence by the Chesa- 
peuke & Ohio, and directly by the Lehigh Valley, 
which are not included above, and together may be as 
much as an eighth of those above reported, and prob- 
ably more than last year, though these routes con. 
tinued to get a share of the traffic then in spite of the 
very low rates by the other lines. 

The shipments of ‘‘ cotton piece goods” under the 
new tariff have been very much less, from New York 
at least, than was expected, amounting in September 
to about 3,650 tons, or less than 34 per cent. of the 
total shipments, while the shipments of first-class 
freight were 25,200 tons. Thus the indications are 
that these goods formed but about one-eighth of the 
total first-class freight. The cotton piece goods are 
also a very small part of the shipments from Phila- 
del: hia and Baltimore. From Boston and interior 
New England points they may be more important. 

The Baltimore & Ohio took no freight from New 
York from Aug. 10 to Oct. 4. It has now resumed 
shipping by the Bound Brook Line to Philadelphia, 
but it probably will not report its business, as it ap- 
pears there is a difference of opinion as to whether its 
suspension took it out of the pool. It is contended on 
one side that it must now be admitted as if it now first 
entered New York. No present trouble is antici- 





pated, however, the Baltimore & Ohio apparently 
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being disposed to maintain rates either in or out of the 
pool, 

Now that the Baltimore & Ohio has a New York 
line entirely independent of the Pennsylvania, the 
other lines seem to regard with more impatience the 
large share of the through travel which its low rates 
attract. Perhaps it has no larger share of; the 
travel now than in previous months, the change from 
the Pennsylvania to the Bound Brook line not obviat- 
ing the transfer in the route, only causing it to be 
made in Philadelphia instead of Baltimore ; but this 
is the seasonjof heavy through travel, and the differ- 
ence in fares makes it heavy for the Baltimore & Ohio 
only or chiefly. Moreover, the Pennsylvania is not 
making anything on the Baltimore & Ohio business 
now, as it did when it went to Baltimore over its road, 
so that it is decidedly injured by the change. It 
would seem that now the Baltimore & Ohio is in posi- 
tion to ask for a share of the New York business in the 
trunk-line pool. No one can say now that it has no 
line to New York. It, however, is probably pretty 

. well satisfied to have things remain as they are. So 
long as the other lines charge $3.50 to $5 more than it 
does for tickets to Chicago, it is sure to carry a very 
large number of passengers, and though the lower 
fare and the large commigsions paid take away most 
of the profit, it probably makes as much out of the 
business than if it charged as much as the other 
lines, and is making its road known very 
widely. It is hardly possible, however, that the 
present difference in rates will be permitted to con- 
tinue very long, and if the other lines should reduce 
their fares, either the Baltimore & Ohio would lose 
most of its travel or the entire profit on it, according 
to its course in making further reductions to keep 
below its competitors. 














The report of the Railroad Commissioner of Obio 
has been noticeable for some years for the space de- 
voted to certain papers of a technical nature, and 
this year is no exception to the rule. Some valuable 
matter has appeared in these papers, although, it 
must be admitted, no little trash also, and the present 
report is no exception to the rule. There are ten or 
twelve special reports, the first of which, by Prof. R. 
W. McFarland, is in effect a treatise on railroad con- 
struction as practiced in the state of Ohio, and while 
containing some good points, is certainly in the main 
rather thin, The next seven reports are by Prof. S. 
W. Robinson, the first of which is a paper on “‘ Vibra- 
tion of Bridges,” which certainly shows some inter- 
esting and striking experimental results, a further 
account of which we gave with a _ reproduction 
of some of the diagrams which accompanied the 
paper. Much of the elaborate theoretical discus- 
sion of them given, however, we cannot accept. 
The next two papers are very long ones on ‘‘ Work- 
ing Stresses” and ‘Strength of Columns” in bridge 
work, the most which can be said for which is that 
they are singularly out of place in sucha publication as 
this, being of a highly theoretical and technical char- 
acter, interesting only to those who are professionally 
engaged in iron bridge-building. If valuable, their 
proper place is in a separate volume or the Transac- 
tions of the American Society of Civil Engineers, 
where competent discussions of such matters are al 
ways welcome and go before the very men best quali- 
fied to discuss and profit by them. If not valuable, 
they certainly ought not to be disseminated at the ex- 
pense of the state of Ohio. Of much of them it may cer- 
tainly be asserted that ‘‘ what is new is not sound, 
what is sound is not new.” For example, what can 
be thought of an assertion that ‘‘ by making panel. 
lengths 13 instead of 15 ft. a 30 per cent. strain can be 
avoided?” Or this: ‘‘If good iron will stand unit 
strains from 0 to 30,000 lbs. repeated millions of times, 
and yet be sound, but where all strains are accounted 
for, then in bridges, if all strains are accounted for, 
why cannot the iron there work up to the same limits 
[italics ours], or at least two-thirds of it, something 
being allowed to make s:fety doubly sure.” The only 
tational answer to such assertions is, ‘‘ because it 
can’t.” No doubt, there is much room for improve- 
ment in the distribution of material which more per- 
fect knowledge of vibratory and other strains will 
correct, but it is discouraging to see such nonsense 
appearing in official reports as that “‘ the extrava- 
gantly low unit stresses in present practice’ cause a 
‘** several hundred-fold extravagance in the use of 
iron.” 

When one lights on such cock-sureness in so ab- 
struse a subject as the ultimate capacity of metal in 
trusses, it is not to be expected that such little ques- 
tions as the proper kind of train brake and automatic 
coupler wonld be found to offer much difficulty, nor 
do they. The report on automatic brakes is substanti- 
ally a compilation from the last of the Brake Commit- 





tee of the Master Car-Builders’ Association and of the 
recent paper of Mr. W. P. Shinn, and the conclusions 
are much the same as the latter’s, that the present 
buffer brakes are ‘‘ admirably adapted ” for grades up 
to 75 ft. per mile, and ‘‘ probably serviceable” up to 
100 ft., but with the further recommendation that 
they should have ‘‘buffers with sweep increased to 8 or 
10 in.,” when they may be ‘‘ safely operated on grades 
of 150 to 200 ft. per mile ;” all of which may be so, but 
it is not as yet so fully demonstrated as to malce it 
worth while to assert it dogmatically, even in an 
appendix to an official report. 








The Recent Grain Movement. 


The Northwestern wheat receipts fell off greatly in the 
week to Sept. 25, when they were the smaliest, with one ex- 
ception, since July 17, and one-fifth less than in the previous 
week. But the receipts fell off more proportionately at 
the other markets than at Duluth, which received 
than all the other Northwestern markets together, and more 
than it ever before received in a single week except the week 
before. The receipts at the winter wheat markets continue 
to decrease, and are now inconsiderable ; but in this week, 
to Sept. 25, the receipts of the spring wheat markets: de- 
creased also. In years of large production and gooel de- 
mand spring wheat receipts usually continue large threugh- 
out the fall, and we may not infer from the decrease in one 
week that the movement has reached its maximum and wil 
continue to decline hereafter. 

The course of the two kinds of wheat may be judged from 
the following statement of the receipts of the three winter 
wheat markets, St. Louis, Toledo and: Detroit, of Chicago, 
which receives both, and of the two spring wheat markets, 





Duluth and Milwaukee, in successive weeks since the new 
crop began to move: 
3 Winter 2 Spring Total 

Week to wheat wheat. Chicago. IW. 
July 3 3 415.899 77,662 

we 5 334,582 104,313 

we. er 280.095 %41,683 2, 

“ . 24 300 348 505,551 3 

*. OR. 279.940 619.997 4,0€5,814 
Aug. 7... 214,212 3.063,191 

aie ¥ és 375,939 i 3.023,663 

a ee ’ 11825.885 498681 388'7 2,770,997 

PEERY ann Sn. recate seca 1,784,061 735.006 408 369 3.004.836 
Sept. 4.. . 1,627,274 1.129.264 536.383 3.371.171 

che TRA 1,332,606 1,303,991 446,294 3,263,665 

dee SE ee . 1 067,861 1.882.825 517,466 3 549,001 

Os Tiwkedinékesedos asm 688,905 1.680.491 413,345 %,835,741 


The receipts of the winter wheat markets, St. Louis, Toledo 
and Detroit, reached their maximum in the last week of 
July, and in the last week reported were not one-fourth as 
great as then. Doubtless most of the Chicago receipts were 
winter wheat then, and that grain made up about nine-te nths 
of the total wheat receipts. But asthe receipts of the three 
winter wheat markets have fallen off, those of the two spring 
wheat markets have increased, until in the last week they are 
nearly 214 times’as great as those of the three winter viheat 
markets, having been one-eleventh as much in the last week 
of July. 

In the last five weeks the wheat receipts have been 6, 
518 bushels at Duluth, 2,421,757 at Chicago, and 883,5 
Milwaukee—more than twice as great at Duluth as at Chicago 
and Milwaukee together. In the corresponding five \veeks 
last year the receipts were 2,447,349 bushels at Duluth, 
1,282,174 at Chicago and 536,746 at Milwaukee ; ve: the 
spring wheat crop was better last year than this. The Dmluth 
receipts for the 11 weeks to Nov. 21 last year were about the 
same as they have been for the five weeks ending Sept. 25, this 
year. 
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An investigation into the stocks of wheat in store in this 
country, by Bradstreet’s, covering a great many places not 
included in the ordinary commercial reports, makes the 
number of bushels, exclusive of stocks on the Pacific coast, 











July 1 and Oct. 1: 
1886. 1885. 1884. 
RE ois cid ockeesles sxsia vie 58,498,733 50,143,155 28,801,822 
UM Ss. cascweatnc suvacqace 35,464,480 48, 196,667 18,777,408 
Inc. since June.......... 23,034,255 a 1,946, 488 10,024,414 


The smallness of the increase after harvest last year was 
phenomenal, but this year it has been remarkably Jarge. The 
increase, however, has to some extent been already carried 
to market; for the stocks west of Pennsylvania were: 








1886. 1885. 18934, 
34,753,726 30.78.4836 —_10,87.035 
25,204773 33,917,451 —_10.7619}085 
Increase since June... 9,458,951 ........... 109,950 


Decrease since June.... 3,127,915 

Thus the western markets this year have received 91/ 
millions more than they have shipped, while last year they 
shipped 3 millions more than they received, and in 1884 
shipped and received nearly the same quantity in these four 
months, They have 4 millions more to ship than they had 
last year at this time. 

The report makes the astonishing statement that the stocks 
on the Pacific coast increased from 6,398,000 bushels July 
1, to 30,525,000 Oct. i, indicating receipts 24 millions 
greater than the shipments in the four months. Nearly all 
the stocks in store on that coast are exported, but only ina few 
years have the exportations been as much in a whole year as 
the 80,525,000 bushels reported in store there now. It is 
true, however, that the wheat goes to market there soon 
after harvest much more generally than it does here, the 
farmers not being provided with granaries to the same ex_ 
tent. 

Bradstreet’s also reports the stock of flour on hand, which 
has increased 570,194 barrels (= 2,566,900 bushels of 
wheat) since July and is 482,000 barrels more than last year 
at this time; but the amount in hand in the West is only 
about equal to two weeks’ shipments thence, and will not 


more 








make any serious demand on transportation. The Minne. 
apolis mills alone turn out as much every three weeks. 

The stocks of corn are not quite four million bushels 
more than July 1, but are more than 10 millions more than 
a year ago, and 8 millions more than two years ago. The 
quantity that may require transportation by lake or rail, 
however, is not great—6.7 millions, against 5.1 July 1, 1.6 
year ago and 3.7 two years ago. The western stocks are no 
more than two weeks’ receipts have been sometimes. 

Altogether there were west of Pennsylvania in store at 
large and small markets Oct. 1, 47 million bushels of 


grain, against 31 a year ago, and 16 millions two years 
ago. This gives reason to expect a good demand on the car. 
riers, The stocks now on hand are equal to the receipts of 


the great Northwestern markets for 514 weeks to Sept. 25. 








Chicago, Burlington & Quincy Earnings in August, 





The report of this company for August is very favorabl., 
not only in comparison with last year, which was decidedly 
bad, but also in comparison with any previous year. 

The mileage, gross and net earnings and working expeuiseS 
in August for the last seven years have been : 


Gross Net 
Year. Miles. earnings. Expenses. earnings 
WE Ldiccsncsniccee 2,712 $1,834,321 $808,587 i 

ree 2,173,945 991,478 
p 2,086,857 976,266 
2,495,124 A, 198.527 
2 2,447. 494 1,118,479 
24.303 L 122,022 





2: 748,175 1.218.930 
Gross and net earnings and expenses were all larger this 
year than ever before, and the gains over last year were : 


In gross earnings...................... $573,872, or 2 5.8 per cent 
PRE ore re rere $6,908, or 8.6 
EERE ae 426,964, or 38.7 


The gain in net earnings amounts to 55 cents per share of 
stock, but the net earnings last year, in August, were the 
smallest since 1880, and, compared with 1884, the increase is 
more moderate—$200,230, or 15 per cent. 

Large as is the increase in August, it is not so large as in 
July, when gross earvings were 28 per cent. and net earnings 
631¢ per cent. more than last year. 

For the eight months ending with August the earnings and 
expenses of this railroad for seven years have been : 





Gross Net 
earnings. Expenses. 4 
$13,267 569 $6,205,277 
13,160,180 6,87 3 906 
1 21867, 479 TS 688 


9.725.032 
15 ) 798.7 715 
16,410,105 9.457.201 
16,602,275 9,059.943 
The gross earnings this year were more than ever before, 
the working expenses less than last year, and the net earn- 
ings the largest ever made, though only a little more than in 
1883. Compared with last year there is : 
An increase in gross earnings of. ..... $192,170, or 1.2 2 pe r c ent. 
A decrease in working expenses of .. . 307.2 ‘or se, “ S: 
An increase iv net earnings of........ .. 589,428, ** #5 


The gain in net earnings is equal to 76 cents per share of 
stock. 

Down to the end of June this company had a decrease of 
$899,709 in gross and of $311,514 in netearnings, which 
has beeu much more than overcome by the gain of $1,091,774 
in gross and $900,943 in net earnings in July and August. 





8,261,954 
8.667.936 











Cast iron Safety Frogs. 





An accident of a very serious character as it was, and 
which might well have been attended by a frightful los of 
life, furnishes another of the many instances in which the 
consequences of derailmeat either have been prevented, or 
might as well have been prevented by a safeguard which is 
strangely neglected, with less excuse for such negligence 
than for almost any other detail which tends to safety. 

As such, the accident is worthy of more than passing no- 
tice, and, itis to be hoped, will receive it. By an unfor- 
tunate weakness of human nature it is necessary to kill 
twenty or thirty people to have the moral of such an occur- 
rence widely and fully appreciated, but it is really just 
plain and unmistakable as if it had, and some may profit 
by it. 

According to the newspaper accounts, the circumstances 
were as follows: 

‘*The New York, Susquehanna & Western Railroad Co. is 
building a first-class new wrought-iron bridge at Dundee 
Lake, over the Passaic River, two or three spans being 
completed. Last night at 10:15 p.m. the8 p. m. freight 
train from Jersey City, consisting of about 30 cars, came 
thundering along ‘at a pretty good Tate of speed, the road be- 
ing down grade as it approaches the bridge. As the train 
passed on the bridge the couplings between the first cor 
and the engine snapped, owing, it is believed, to the cur 
leaving the tracks. The engineer felt the jerk end, 
instantly divining what had happened, put on ail 
steam, when the engine, released trom the strain of ~ 
train, plunged forward rapidly and cleared the bridge i 


as 


safety. Not so, however, the train. The first car was off 
the track, and after plowing along the bridge flooring a 
few feet, plunged through the side of the bridge into the 


river, dragging five more box-cars after it. A brakeran 
went down with the cars, but miraculously escaped death, 
and only sustained an injury to one hand, “Only one span of 
the bridge was carried down.’ 


The words we have italicized make it entirely clear that 
here was a derailment which occurred almost immediat: 
before reaching the bridge, under circumstances where ! 
railing safety frogs have, in dozens of instances at least, | 
the wheels back upon the track and saved both the train and 
the bridge. Several patterns of safety frogs for this purpose, 
we believe, have been devised, the original of all being that 
devised by Charles Latimer many years ago, some thousands 
of which are now in use. It costs little; it does not wear 
out; there isabsolutely no expense for maintenance, and to 
the best of our information and belief it is invariably effec- 
tive in its purpose when struck by a derailed wheel net more 
than 2 ft. 3 in. out of place. 


hels 
ban 
The 
rail, 
Oa 
P no 


274 
791 
> 098 
1.779 
> 804 
> ous 
> 332 
fore, 
arn- 
in in 


ent. 


. se, 
that 
ynds 
veal 
1 to 
ffec- 
yore 


OCTOBER 8, 1886] 


THE RAILROAD GAZETTE. 691 








When we come to such expensive and complicated safe- 
guards as freight train brakes, automatic couplers, block 
signaling, interlocking and so on, reasonable men look with 
some degree of patience on slow progress, if there is only 
some progress. There are many pros and consto be consid- 
ered, and a great expense as well. But a very large 
proportion of the more serious derailing accidents, 
i. e., of those which happen in localities which 
threaten to make them serious, can be saved at the 
merely nominal cost of laying down once for all these cast- 
iron watchmen and then letting them alone—to do their work 
if occasion comes aud to cost merely a few cents a year for 
interest until the occasion does come, as it is likely to sooner 
or later, for every one of them. This being so, they are far 
too little used. 








Railroads in Sweden. 


Sweden waited long for a railroad. Capitalists did not 
find the field attractive, and when at last a beginning was 
made, in 1854, it was by the state itseif; but this seems to 
have started private capitalists, who opened a few miles in 
1856 before the state had completed any of its own road. 
Progress was not rapid afterward, but it was pretty steady. 
It was not till 1867 that there were a thousand miles of rail- 
road in the country; but at the close of 1885 it had 
4,281 miles, 1,483 miles of which were state roads. 
The government has built some railroad every year 
since 1870, but generally less than the companies; but 
until 1874 there was more state than private railroad. 
But in 1874 the private railroad mileage was more than 
doubled, increasing from 578 to 1,182 miles. The companies 
have 84 different lines, and the largest company system has 
but 302 miles of road. No less than 36 of the company roads 
are of narrow gauge, including 858 miles, of six different 
gauges—3 ft., 3ft. 6 in., 3 ft. 4ia., 4 ft., 32in., 3 ft. 72¢ in- 
and 3 ft. 11 in. 

The average traffic last year was equal to 6114 passenger 
and 88% tons freight carried each way daily over the whole 
system—a light traffic, especially of freight. The gross earn. 
ings were about $10,500,000, about 33 per cent. from’ pas- 
sengers and 65 per cent. from freight. This is about $2,560 
per mile of road. The working expenses absorbed 56 per 
cent. of the earnings, leaving net $4,529,200, or $1,105 per 
mile of road--an extremely small amount. But the average 
cost of the railroads has been but $28,510 per mile. 

The least productive railroads have been left for the com 
panies to build, which is not usually the case. Their roads 
earned last year but $1,878 gross and $956 net per mile ; yet 
their rate of profit was greater than that of the state lines— 
4 per cent. on their capital, against 3.46 per cent. Yet some 
lines make good profits. One made 15.02 per cent., another 
12.71 and a third 12.69 per cent. The cost of the private 
roads has been on the average only $23,672 per mile, while 
that of the state roads has been $41,435 per mile—the latter 
a small cost. 








Those who are interested in the course of the stock market 
have doubtless wondered much over the rapid rise in New 
York & New England, and have been in much doubt as to 
which of the many theories propounded to adopt in account- 
ing for it. We therefore volunteer an explanation, con- 
cerning which we shall only say that it is as well founded as 
others which are industriously circulated. 

The purchases of New York & New England stock, we sug- 
gest, have not been, as has been conjectured, made for the 
New Haven, the Boston & Albany or the Manhattan Ele- 
vated, but solely for the Martha’s Vineyard Railroad Com- 
pany, and are but part of a wide-spread and effective scheme 
now almost approaching completion. That company has se- 
cured already control of the Atchison, Topeka & Santa Fe 
and the Chicago & Northwestern ; it has ar:anged to buy 
the Wabash from the Purchasing Committee, the Chicago 
& Alton from its stockholders and the Nickel Plate from the 
bondholders ; it has nearly concluded negotiations for the 
lease of the Erie (to which the New York Central may be 
added, with a 10 per cent. guarantee), and the ruamors—heard 
as yet only in dark and secret corners—that Messrs. 
Huntington and Stanford have sold it a contrelling interest 
in the Southern Pacific Company, are not without foundation, 
The purchase of the New York & New England alone wa, 
needed to complete the projected system, when some rumors 
of what was going on leaked out, and the stock was put up 
at once. 

As soon as the purchase of the New England road is com- 
pleted a branch will be built from Dedham to Wood’s Holl ; 
from that point enormous ferry-boats will transfer trains to 
Oak Bluffs for the present, although a contract has already 
been let to the Grand Consolidated Bridge Company for a 
huge cantilever bridge over Vineyard Sound, and the traffic of 
the contineut will soon be concentrated upon the tracks of the 
Martha’s Vineyard Railroad. Rapid transit between New 
York and Boston will be provided for by a system of power- 
ful ferry boats, able to transfer whole trains from South 
Beach to Sag Harbor, whence they will be taken over the 
Long Island road, giving passengers the benefit of a sea voy- 
age and also achance to analyze the myriad odors of Hunter’s 
Point. 

The plans of the company, however, do not stop on this 
side of the water. Extensive docks will be built at Edgar- 
town, where in a few months the wheat of the northwest, the 
live-stock of the great plains, the oranges of Southern Cali- 
fornia, the New York dude and the Boston Anglomaniac will 
together take passage for Liverpool on new ocean steamers, 
built especially for the service and warranted to make the pas- 
sage in four days—or more. 

This explanation is very much fuller and more complete 
than any yet published in the other newspapers. If our 





readers do not accept it, we can only suggest that they con- 
struct one for themselves. 








A fifth competitor will appear in the supplementary trials 
of freight train brakes to be held in April, 1887, the Ward 
Axle Brake & Coupler Company, of Monongahela City, Pa., 
having applied to Chairman Rhodes, of the Committee, for 
entry to the tests, 








An extraordinary miniature locomotive, which is doubtless 
the most perfect one ever built, is now on exhibition at the 
American Institute fair in New York, having occupied all the 
spare time of Mr. F. Van Fleet, of Williamsport, Pa., for 
24¢ years in making it. Mr. Vau.Fleet is a young man con- 
nected with an art store, and not a professional mechanic, 
but he certainly would seem to possess mechanica] aptitude 
worthy of cultivation, since his miniature locomotive is not 
only a perfect working model of the minutest details of a 
working locomotive, but contains some original features, 
especially in the steam reversing gear, which seem ingenious 
and meritorious. 

The total length of the engine and tender is 19 in., being 
built to a scale of ,, full size. It burns either oil, coal or 
coke (although alchohol is preferred), and weighs about 15 
Ibs. The weight on the drivers is not stated, so that its trac- 
tive power cannot be computed, but the cylinders are »% x % 
in., with steam ports ,; x 3 in., and the boiler is warranted 
to carry 125 lbs. of steam, as indicated by a working steam 
gauge 4 in. in diameter. The boiler is provided with an ex- 
tended smoke-box of modern design in all its details, and the 
grate area is 244 in. x 114 in., which may seem limited, but 
is in due proportion. Thut itis a flue instead of a tubular 
boiler is the only serious divergence from an exact copy of a 
locomotive. - 

The most marvelous thing about the engine, perhaps, is the 
Westinghouse brake-gear, which may be used either auto- 
matic or straight, and is on both drivers and tank. The air 
pump complete is 13¢ in. x ,%, in., out to out dimensions ; the 
diiver brake-cylinder % in., x 14 in., and the engine triple 
valve, which 1s a perfect working valve, as is also that on 
the tender, is ; in. high, with a bore of about in. A 
practicable injector of the standard Pennsylvania pattern is 
1\ in. long, and the blow-back safety valve is \ in. 
diameter. Both pop and lever safety-valves fare provided, 
the steam being discharged into the smoke-box by the proper 
hollow knitting-needles, as is also the exhaust of the air 
pump. The steam reversing gear seems worthy of a separate 
description, as also the tender coupler, which is on a positively 
new principle and highly ingenious in its way. We are 
pleased to note that it 1s not proposed to introduce this new 
coupler in a working scale, although it is far more worthy of 
it than some we have examined. The valve and running 
gear are in almost every detail like the large-sized original, 
jncluding a spring counterbalance for the links, which seems 
hardly necessary for their weight. 

From a certain point of view, itis an enormous waste of 
time to construct such a toy, but it is, at least, a more 
rational and profitable recreation than many of those which 
young men favor, which use up quite as large a fraction of 
21¢ years, without leaving behind them any residuum of 
mechanical knowledge and skill, 








A statement in the interesting account of the construction 
of the Vosburg tunnel, which appears in another column, is 
worthy of more than passing notice, viz.: that in the whole 
progress of the work not asingle man was either killed or 
injured from the use of powder, and that after four falls 
had occurred of the exceedingly treacherous roofing to indi- 
cate the necessity of appointing an inspector to look after 
that matter only, no accidents occurred from that cause 
either. The contrast in that respect with the fearful death- 
roll at the new aqueduct tunnel at New York is notable, and 
indicates that such immunity is not secured without care and 
good management. Considering that the tunnel had to be 
arched throughout, was pushed through rapidly and was in 
such treacherous material, the cost of it likewise (about $180 
per foot) caunot be considered as high. Altogether, the 
record presented appears to be one of an emphatically well- 
conducted work on the part both of the engineers and the 
contractors. 








A correspondent asks what thickness and weight of pipe 
are used in replacing the wooden box culverts of the Chicago, 
Milwaukee & St. Paul Railway which we illustrated in our 
issue of May 14, 1886. The pipes are cast at the company’s 
shop of any kind of old scrap and with a simple bell mouth 
merely large enough to hold the pipes in line with each other 
of the following sizes : 


. per ft. 
Inside diam. Weight perft. Thickness. yore. 2 
20 in. 115 Hd in. 43.0 
24“ 175 6 348 
30 “ 240 34 se 30.6 
36 320 4 28.3 
- 400 % 26.6 
4s“ 510 1“ 25.4 


With the metal from which these pipes are made not worth 
on the ground more than $10 to $15 per ton, and with foun- 
dry facilities which must be kept going any way, this will be 
seen to be not a very expeusive way of making a culvert. 
We have added a column, giving the weight of the culvert 
per square foot of area, which brings out this fact more 
clearly when it is remembered that an iron pipe will dis 
charge nearly if not quite as much water as a rough rectan- 
gular stone culvert which would inclose it. It is likewise 
to be remembered that it is safe with a well-built iron cul- 
vert, and hardly so with a stone culvert, to let the water back 
up so as to discharge under a head, as a correspondent points 
out in another column, which heavily increases the possible 
discharge. 

Well-built stone culverts ought to last almost for ever, but 





they do not do so to any large extent, and with the increas- 
ing cheapness of iron there is an increasing tendency to use 
iron, even for large structures. We have some drawings 
of circular iron culverts of 8, 10 and 12 ft. diameter now in 
the engraver’s hands. 








An incident which well illustrates how narrow is the 
margin between safety and danger in bridges, however 
strongly they are proportioned, happened a few days since on 
one of our leading lines. Two men riding on the caboose of 
a freight train of ordinary length and weight had chanced to 
jump off just as the caboose was entering a bridge only a few 
years old, and supposed to be amply strong, the head of the 
train, of course being already over it. By a fortunate acci- 
dent, they noticed that the caboose ‘‘ bobbed up and down’ 
on the bridge in a very peculiar manner, and by a still more 
fortunate accident they were intelligent enough to see that 
this meant something wrong, and to go out and look for it. 

They found that a solid 15 in. floor beam had broken clean 

across right in the middle, but had been held up by the late- 
ral bracing so that it was barely able to get one train over in 
safety at least. Whether it would have carried another will 
never be known, as the two men started in opposite direc- 
tions, and each flagged a train, one of them being a fast ex- 
press. ' 
Possibly it might have broken just the same had it been an 
18 in. beam, but it needs no argument to show how vastly 
the danger of such fractures—which can never with any care 
be removed altogether—is increased by permitting bridges to 
be proportioned for skimped rolling loads, as most bridges— 
in fact, nearly all bridges—are to-day. 








There was a very large falling-off in the total Northwest- 
ern grain receipts in the week to Sept. 25, which extended to 
the three leading grains, the total receipts then being the small- 
est since the middle of July. For five weeks these receipts 
had been, in bushels : 

—— --Week ending— ——- ——— -—_-—___ 











Aug. 28. Sept.4. Sept. 11. Sept 18. Sept. 95. 
8,637,066 9,881,775 8,834,275 8,203,497 «6,8 26.704 


There has al] the time been reason to expect a moderate 
fall movement, because the winter wheat, which was a fair 
crop, came forward early and freely, the spring wheat was a 
light crop, and this year’s corn crop will be so poor that com- 
paratively little of last year’s surplus can be spared. But 
the spring wheat, like the winter wheat, has come forward 
with unusual rapidity and unusually early, and in spite of 
the poor prospects for corn the receipts of that grain have been 
large until recently. But now the receipts have become mod- 
erate, and it will not be surprising if they remain so, There 
are large accumulations of wheat at the Northwestern mar- 
kets, however, and shipments may continue large. These 
have at no time been remarkably large this season, the largest 
in a single week having been 5,907,000 bushels, and the 
average since July 5,256,700: while for the season since 
July 10, after which the new winter wheat began to come 
forward, the shipments of the Nurthwestern markets bave 
been 54,495,000 bushels, while their receipts were 85,497,000, 
Last year there was no such difference between the receipts 
and the shipments, but the heavy grain movement then began 
a month later. In the eleven weeks after it did begin, from 
Aug. 9 to Oct. 24, the Northwestern receipts last year were 
70,469,528 bushels and the shipments 57,317,585. Thus 
these markets have received during the height of the grain 
movement 15,028,000 bushels more this year than last, but 
have shipped 2,822,000 less. 

The stocks at harvest time, however, were very large last 
year and quite moderate this year, so that they are not now 
So much larger than last year as the great excess of receipts 
over shipments would lead us to suppose. 

The shipments by rail, which were light all summer, bave 
been large since August, though, of course, not so large ag 
last year in September, when the rates were the lowest ever 
known. There has been some cutting of rates this year, but 
it has not amounted to much, because the demands of local 
traffic have made it difficult for most of the railroads to 
supply cars enough. Oats still form the Jarger part of the 
rail shipments, though other grain is taken in greater quanti- 
ties than heretofore. About half the flour goes by rail, but 
in the week to Sept. 25 less than one-tenth of the wheat and 
one-fifth of the corn, but 96 per cent. of the oats, and more 
than three-fourths of the barley. 

The accumulation of wheat at Northwestern markets at 
this season increases the probability of a good winter move- 
ment by rail. It is noticeable, however, that a very large 
amount has accumulated at Duluth, which rarely ships by 
rail. The 32,000,000 bushels of wheat in Western elevators 
are likely to be increased rather than decreased by the close 
of navigation. Wheat has been going forward recently at 
the rate of 1,600,000 bushels per week, and it would take 20 
weeks to empty the elevators at that rate, while but eight 
weeks of navigation remain, and the smallest receipts in any 
recent week have been 2,835,000 bushels. The receipts may 
decrease, and very probably will, and it is possible that 
wheat shipments will increase, taking the place of corn 
shipments. So far, however, corn shipments have not 
decreased, though corn receipts have. No change is likely 
to occur which will leave the steck of wheat in Western 
elevators less at the close of navigation than it is now; it may 
be larger by 10,000,000 bushels even, but probably not 
smaller. This, however, does not insure a heavy winter 
movement by rail. That will depend on the market. If 
prices are unsatisfactory a very large part of the wheat will 
remain in store until navigation opens in the spring. 








Corn receipts at the Northwestern markets have fallen off 
quite as noticeably as wheat receipts. They averaged 
2,500,000 bushels a week for the three weeks to Aug. 28 
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reached their maximum for the season the next week, and 
have fallen off rapidly since, having been for four weeks : 








- — —wWeek ending = 
Sept. 4. Sept.11. | Sept. 18. Sept. 25. 
3,373,486 2,830,533 2,213,339 1,728,909 


The very light crop in Illinois and the states further west 
is likely to make the shipments moderate hereafter. 








The receipts of grain at the Atlantic ports have not kept 
pace with the Northwestern receipts, the direct shipments 
from interior points to the seaboard having been much 
smaller than in some previous years, evidently. Thus for 
the eleven weeks from July 11 to Sept. 25 this year, the 
Atlantic receipts were but 54 million bushels, while the 
Northwestern receipts were 85!¢ millions. Iu successive 
years these receipts have been for the 11 weeks, in millions 
of bushels : 


Receipts. 1880. 1881. 1882. 1883. 1884. 1885. 1886 
Northwestern.820 73.3 61.8 73.0 64.5 58 3 85.5 
Atlantic ..... 68.2 61.9 52.7 47.5 40.5 41.5 54.1 


Excess, N. W...... 11.4 9.1 25.5 24.0 16.8 31.4 

The receipts at the Northwestern markets for the period 
were larger this year than ever before, but the Atlantic receipts 
were 50 per cent. greater in 1880 and 14 per cent. greater in 
1881. Yet the crops this year were much less than in 1880_ 
1882 and 1884, taking the country as a whole. Doubtless the 
movement from the whole country west of Pennsylvania has 
not been so large this year as in some other years, when 
Central and Southern Illinois, Indiana and Ohio have shipped 
to the seaboard large quantities of grain which did not go 
by way of Chicago, or go into store at Toledo, Detroit, or 
St. Louis, where it would count in the Northwestern receipts. 
This year more has come from the country west of the 
Mississippi anda larger proportion than usual has gone to 
lake ports to be forwarded, which is all reported. 

It is, however, noticeable that the Atlantic receipts were 
somewhat larger this year than in any other since 1881, and 
30 per cent. more than last year, when the movement was 
favored at this season by extremely low rates, both by rail 
and water. The increase in receipts in Northwestern mar 
kets has been 47 per cent., and it is one-third greater than in 
1884, when the wheat crop was the largest ever known. 














The summer packing of hogs has continued to be unusually 
jarge, the number at the eight leading packing points having 
been 4,271,552 this year, against 3,575,943 last, from March 
1 to Sept. 22, an increase of 695,609, or 2214 per cent. Last 
year the number packed at all points in the Northwest for 
the whole season (to Oct. 31) was 4,853,379, and at the rate 
the increase has been at the places reported, it will be 
5,945,000 this year. The largest number heretofore in the 
summer season was 5,323,898 in 1880. The new corn crop 
is so light that it is very likely that the packing for the un- 
reported six weeks of the current season will not be greater 
than last year, however, or even will be less. 

The most notable increase this year has been at Kansas 
City, from 660,000 to 813,362, or 2314 per cent. The 
amouat of increase at Chicago is larger—215,000—but this 
is only 1014 per cent. No other place packed half as many 
as Kansas City. St. Louis, Indianapolis, Milwaukee and Cin- 
cinnati together packed only about as many. The gain at 
Indianapolis is 101,000 (70 per cent.), at St. Louis 110,000 
(55 per cent.), at Cedar Rapids 46,700 (8114 per cent.), and 
at Cleveland 53,500 (47 per cent). At Milwauee, and Cin- 
cinnati the gains are very small. 





Of the Northern Pacific’s great gain in gross earnings last 
August ($255,069) only two-fifths went for increased work- 
ing expenses, leaving an increase of $152,244 (30 per cent.) 
in net earnings—more than the company’s entire surplus over 
fixed charges last year. For the two months of its fiscal year 
ending with August, it has a gain over last year of 18 per 
cent. in gross and 13 per cent. in net earnings, the latter 
amounting to $137,326, there baving been a small decrease 
in the net in July in spite of the increase of 10 per cent. in 
gross earnings. 

These months are before the new crop fairly began to 
move on this road. The wheat crop in Dakota is lighter this 
year than last, and it will not be surprising if there should 
be little increase in earnings for the remainder of the year, 
though from the rate wheat has been rushing into Duluth the 
large gain in September (1914 per cent.) was expected. Last 
year there was an unusually large increase from August to 
September and October, but October was the great month, 
and the earnings of the three fall months were considerably 
larger than ever before. The cattle as well as the wheat go 
to market in the fall, and there should be a considerable in- 
crease in these. 











The Oregon Railway & Navigation Company no longer re- 
ports the great gains which it had shown nearly every month 
in its last fiscal year. Last August its gross earnings were 
but $16,623 (334 per cent.) more than last year, and in July 
about the same. The increase in working expenses was 
nearly twice as great as this, so that there was a decrease in 
net earnings for the two months amounting to $34,031 (8 per 
cent.) 

The company, however, is doing extremely well when it 
earns as much as it did last year. Then there was a 
phenomenal crop of wheat in Eastern Washington and Ore- 
gon, where wost of its lines are, and it was getting full rates 
on the through traffic. It was not to be expected that there 
would be two years in succession when the circumstances 
would be so extremely favorable. Its increase in gross earn- 
ings in its last fiscal year (to June 30) was no less than 
$1,464,422, or 36 per cent. After such a growth a rest is to 
be expected. 








Mexican Central expenses continue to increase, and its 


expenses was no less than 44 per cent., resulting in a decrease 
of 40 per cent. in net earnings. For the eight months ending 
with August the earnings and expenses have been : 








1836. 1885. Inc. or Dec. P.c. 

Gross sersinge. . $2, 113,356 $2,115.017 — 1.664 0.1 
Expenses.. Re 1,451,695 1,181,645 + 270,050 22.8 
Net earnings..... . .. ~ $661,661 661 $933,372 — 271,711 29.1 


There have been necessarily considerable expenditures for 
renewals this year, and such expenditures, as we showed in 
reviewing the report, were very small last year. As they 
were below the average requirements last year, it is entirely 
possible that they are above them this year, though as the 
whole working expenses were but $1,175 per mile for the 
eight months, they cannot be called heavy. The unfavorable 
feature is the failure of the earnings to increase. These were 
but $1,710 per mile for the eight months, and the net $535 
this year and $755 last year, all in Mexican silver. These 
include the months of the lightest traffic, however. Last year 
4014 per cent. of the earnings of the whole year were made 
in the last four months of it. The improvement in business 
felt here evidently has not reached Mexico. 

The gross earnings in September, reported since the above 
was written, were nearly one-fourth more than last year. 








The report of the August earnings and expenses of the 
Atchison, Topeka & Santa Fe was curiously tortured in Bos- 
ton, by taking the increase in gross earnings for a decrease, 
and adding them to this year’s earnings to make last year’s, 
and then making the working expenses such as to give the 
reported net earnings, showing an astonishing decrease in 
working expenses. This statement was copied in the New 
York papers and generally circulated. References to last 
year’s report makes it possible for us to untangle the puzzle. 
The actual earnings and expensesin August for five years 
have been : 


Year. Gross earnings. Expenses. Net earn. 
MR a60ing- ancaen as $1,251,663 $612,111 $639.552 
1883 alae reer 1,452,906 5'8,542 864 364 
EES Aan 1,391,319 771.332 €19.987 
hic. «weesdena sin 1,243,909 608,322 635,587 
1886 1,341,951 635,658 706,293 


Compared with last year there was : 


An increase of $98. 042= 8 per cent. in gross earnings. 
7.336 “ “expenses. 
70. 706 = 11 oo“ “net earnings. 


The crops were light in Kansas last harvest, and this is a 
more favorable report than was to be expected. The great 
amount of railroad construction going on in that state, how- 
ever, is making great activity in almost every kind of busi- 
ness. 

For the eight months ending with August the earnings and 
expenses of this road have been : 


rit 


“ “ 


Year. Gross earn. Expenses. Net earn. 
Ree $9,206 .014 $5.680.585 $3,515,429 
L883 10,147,610 4,786,566 5,361,044 
1884 10,339,773 5,700,073 4'639. 700 
NINE ck acta: innteass a 9,652,949 5,367,360 4,285,589 
cet wae conn cneeees 9. 586,429 5,277,610 4,308,819 


The gross earnings this year were,the smallest since 1882, 
but only very little less than last year, and the decrease in 
expenses being larger, there is a trifling increase in net earn- 
ings. 








The Louisville & Nashville Railroad had a very narrow 
margin over its fixed charges in its last fiscal year (ending 
June 30), but it begins this year much better, and in the 
month of August had larger gross earnings than in any pre 
vious year but one (1883), and an increase over last year of 
1144 per cent.in gross and 18 per cent. in net earn- 
ings. For 5 years its grossand net earnings and working 
expenses in August have been : , 

Net earn. 





Year. Gross earn. Expenses. 

a . ..$1.043,912 $696,220 $347,692 
1883... - 1,251,127 716.143 534.984 
Bucs kcce. odd cs) kena cd ee: 694.335 482.982 
| ee re ee 1.078,796 678,013 400,783 
1886. . OP 695,227 505,340 


The net earnings this year in August were exceeded only 
in 1882. 
For the two months of the fiscal year to Aug. 31 the earn- 











ings and expenses have been: 
, 1883. 1884. 1885. 1&8. 
Gross earn. .... ,375 903 $2,177.418 $2.136,128 $2,460,340 
Expenses ...... . ‘ 403, 159 1,250,20' 202 1,373,901 1,408,548 
Nei earp....... "$972 2,744 $918,21 216 $762,227 $1,051,793 


Thus both gross and net were larger this year than ever 
before, and the increase over last year is 15 per cent. in gross 
and 38 per cent. in net earnings. How great the improve- 
ment is over the first half of this year may be judged by the 
fact that in that half of the year the net earnings were but 
$2,288,323, averaging $381,387 per month, against $506,- 
117 in the subsequent months; while last year the average 
was $440,112 in the first six months and $371,138 in the two 
following. In fact, there was a decided change for the worse 
just at the beginning of the fiscal year last year, and a de- 
cided and even greater change for the better, which also 
comes just at the beginning of the fiscal year this year, and 
as the decline lasted throughout the fiscal year last year, it is 
reasonable to expect that the improvement will continue 
through the fiscal year this year. 








There is said to be new competition for the traffic between 
Kansas City and Chicago by a connection which has just been 
made between branches of the Kansas Pacific and the Union 
Pacific lines of the Union Pacific, which illustrates the tend- 
ency to take traffic by any line, however indirect. The dis- 
tance from Chicago to Omaha is the same as from Chicago 
to Kansas City by the direct lines. To get from Omaha to 
Kansas City by the Union Pacific the traffic goes 38 
miles west to Valparaiso, Neb., then south 153 miles 
to Manhattan, Kan., and thence east 119 miles to 
Kansas City; or if to Leavenworth, east by north 
from Manhattan 115 miles—a route which might appro- 
priately go by the name of ‘the Fishhook Line,” 310 miles 





earnings remain about the same, [n August the increase in 





usually for most traffic the same from Kansas City and 
Omaha, but the Milwaukee & St. Paul has as yet no line to 
Kansas City or other ‘*Southwestern” Missouri River 
points, and by this it is able to get some of the traffic thence. 
There probably has been but a very small movement that 
way, and there can hardly be any profit in it for either road, 
but the power to affect the rates between Kansas City and 
Chicago may be of value tothem and help them to secure 
their desires with regard to other competitive traffic in 
negotiations with their competitors. 

Probably, however, it is the local traffic and not the Kan- 
sas City traffic which they have in view in the arrangements 
which they make. Traffic toand from points west of Man- 
hattan on the Kansas Pacific can now be taken either to 
Kansas City or Omaha, and though the distance to Omaha is 
the greater, itis greater by only 72 miles, which is com- 
paratively unimportant. From Manhattan to Chicago is 609 
miles by way of Kansas City, and 681 by way of Omaha 
This is only one instance of the way in which new through 
lines are being multiplied by new roads often constructed 
almost entirely with reference to local traffic. The tendency 
is for every company to havea line more or less direct to 
every place of any importance in its territory, and be able to 
influence directly the rates on all traffic. 








Record of New Railroad Construction. 





Information of the laying of track o2 new railroad lines 
is given in the current number of the Railroad Gazette as 
follows: 

Arizona Central.—Track laid to a point twenty miles 
from Chino, Ari., an extension of 10 miles. 

Atchison, Topeka & Santa Fe.—The Great Bend Exten_ 
sion is extended west to Rush Centre, Kan., 9 miles. 

Burlington, Cedar Rapids & Northern.—The Sioux Falls 
Extension is extended from Rock Rapids, Ia., west 16 miles. 

Chicago, Milwaukee & St. Paul.—On the Astor & Sioux 
City line track is laid from Sioux City, Ia., southeast 12 
miles. The Hutchinson Line is completed from Glencoe, 
Minn., to Hutchinson, 14 miles. The Sioux City & Dakota 
Division is extended from Scotland, Dak., to Mitchell, 48 
miles. 

Council Grove, Osage City & Ottawa.—Track laid from 
Ottawa, Kan., west to Osage City, 30 miles. 

Fort Worth & Denver City.—Extended from Harrold 
Tex., northwest 9 miles. . 

Georgia Pacific.—Extended from Coalburg, Ala., west 5 
miles. 

Los Angeles & San Gabriel Valley.—Extended fr om Santa 
Anita, Cal., east to Monrovia, 4 miles, 

Louisville, New Albany & Chicago.—On the Blue Lick 
Springs Branch track is laid from Orleans, Ind., south to 
Paoli, 10 miles. 

Owensboro & Nashville.—A branch is completed to the 
Mud River coal mines in Kentucky, 3 miles. 

Parsons & Pacific.—Completed from Parsons, Kan. 
southwest to Mound City, 14 miles 

Portland & Willamette Valley.—Track laid from Elk 
Rock, Ore., south to Chehalem Gap, 14 miles. 

Southern Pacific.—The Northern Division is extended 
south by east to San Miguel, Cal., 2U miles. 

Union Pacific.—The Grand Island & North Loup Branch 
ig extended from North Loup, Neb., northward to Ord, 12 
miles. 

Wilmington & Weldon.—The Wilson Cut-off is completed 
to Fayetteville, by laying track from Benson, N. C., north- 
east 15 miles. 

This is a total of 245 miles on 15 les, making 4,033 miles 
reported so far this year. The new track reported to the 


corresponding date for 15 years has been : 
Miles, | Miles Miles. 
So See 4.083 | 1861............ 6.080] 1876. oc... .050% 1,740 
on Cee hk J eee 902 
2.806 | i879 2 AG ee 1,189 
Mov cscissees 4.620 | 1878 ........... ed ee 2.897 
Se OR OS DOR pee reside latices 1,548 | 1872........... 5,147 


This statement covers main track only, second or other 
additional tracks and sidings not being counted. 








TRADE CATALOGUES. 
Made by Betts Machine 








A System of Standard Gauges. 

Co., Wilmington, Del. 

This littie pamphlet gives details as to all the usual forms 
of measuring machines, corrective gauges, mandrels, caliper 
gauges, reamers, etc. The gauges are manufactured by two 
scales of precision, B, guaranteed within yo455 part of an 
inch, and C, within 5,45 partonly. The additional cost due 
to the minuter accuracy is as $331.78 to $265.72, or about 
25 per cent. excess for a set of 77 gauges varying from 14 in, 
to 6 in., varying by ,'; in. up to 4 in. and thence by \ in. 





‘Foreign Technical Notes. 





The eleventh technical convention of the German Railroad 
Union was held in Salzburg July 28 to 29, at which 68 dele. 
gates present were from 47 different railroad managements 
and giving 266 votes. 





Electric lights have been used for three months past in a 
dining car running between Paris and Brussels. The elec- 
tricity is supplied neither from a dynamo nor accumulators, 
but from the constant batteries of Desruelles. Forty-five of 
these in 15 boxes, weighing nearly 1,400 lbs., are attached 
under the car, They are said to afford light for 70 hours to 
21 lamps with 100 aggregate candle powder. The light is 
very steady for the first 20 hours and then begins to grow 
weaker. To supply the same light from an accumulator 
nearly twice the weight would have to be carried. 


At the last meeting of the British Association, Mr. Will- 





longer than the direct ones of 490 miles, The rates are 


iam P. Marshall read a paper on ‘‘ American and English 
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Railways, in reference to Couplings, Buffers and Gauge, 
with a suggested Improvement in Couplings,” which is pro- 
nounced by Engineering to have been. “ long and extremely 
interesting.” We observe no points of ‘special novelty or in- 
terest for Americans in it, except’ a statement that'‘the 
great defect in these [freight car] couplings is that t_e car- 
riage and wagon couplings are so entirely different that the 
coupling of a carriage to a wegon is only effected by an un- 
satisfactory makeshift,” which will be news to most of ‘us ; 
but the qualifications of the author for discussing the subject 
can be better judged from a statement in reference to passen- 
ger cars : 

‘* The American end platforms were a very bad feature, 
and it was sad to see an arrangement [the passenger coup- 
lers] that was almost perfectly designed for the safety of the 
railway servants worse than neutralized by these platforms. 
The difficulty could easily be got over, as the platforms were 
not necessary in their present shape. A narrow gangway, 
in the central part, about 18 in. wide, would be sufficient for 
communication, and the men could then walk up to the coup- 
ling, instead of having to crawl under as at present ” 


Precisely so ; we can only wonder that no one ever thought 
of it before. 


An interesting exhibition is to be held in England next 
year. Newcastle-on-Tyne, the birthplace of the locomotive, 
the miners’ safety-lamp and many other useful inventions, is 
about to hold a *‘ Mining, Engineering and Industrial Exhi- 
bition.” The names of the vice-presidents include the best 
known engineers, ship-builders, mine-owners and manufact_ 
urers of the North of England, and most of the consuls 
and vice-ccnsuls representing our own and other countries. 
The large number and influential character of the 
Supporters of the exhibition afford a guarantee that 
it will be a great success. The management espe- 
cially desire that locomotives be strongly represented, 
and it is hoped that American locomotive builders 
will send some specimens of their modern monsters to be 
placed alongside the ‘‘ Rocket” and its descendants, built on 
the other side of the herring pond. Some arrangement migbt 
perhaps be made with an English company to buy the engine 
or engines at the conclusion of the Exhibition. A fairly 
representative American locomotive has not been seen in 
England for the last fifty years, when some were sent over 
for working a heavy incline. Naturally, therefore, a modern 
first-class American express or Consolidation engine would 
excite a great deal of interest, and if none of the American 
builders feel inclined to send over a specimen of their handi- 
work, it-is hoped that one at least of our railroads will be 
more enterprising and show what this country can accom- 
plish in locomotive building. 


Von Borries, the designer of the compound locomotive 
most used in Germany, has published a statement of the sav- 
ing in fuel effected in several cases. On freight trains run 
between Hanover and Minden for three months in the winter 
of 1882-83, just after the compound engine came from the 
shops, the saving was 1014 per cent. In freight runs between 
Géttingen and Hanover and Géttingen and Cassel for two 
months in the summer of 1883, the consumption was 59%; 
Ibs. per 100 axle-miles with the ordinary locomotive, and 
49\¢ with the compound, a saving of 17 per cent. 

Again, in freight runs on all the above routes for the nine 
months from July 1, 1883, to April 1, 1884, the saving was 
21 per cent. 

On a mountain line for two months in the summer of 1884, 
in freight service the compcund burned 60-2 lbs. coal per 
100 axle-miles and the ordinary engine 71.8, a saving of 16 
per cent. 

In November and December, 1885, on express trains be- 
tween Hanover and Hamburg, the ordinary engine burned 
152 lbs. per 100 axle-miles and the compound 12714, or 16 
per cent. less. At the same time, on express trains on two 
other routes the consumption was 170 and 145 Ibs.—141¢ per 
cent. less with the compound. 

In a trial with fast trains for five months between October 
and May of last year the compound burned 124 and the 
other 141 Ibs., or 12.2 per cent. less for the compound. 
There was also a saving of 17 per cent. in way passenger 
service for nine months and 16 per cent. in freight service 
for four months in 1885. 

The cost of the compound locomotives is said by von Bor- 
ris to be 2.3 per cent. greater than that of ordinary engines. 








TECHNICAL. 


Locomotive Building. 
The Dickson Manufacturing Co. in Scranton, Pa., has re- 
cently received an order for 10 locomotives for the Delaware, 
Lackawanna & Western road. 

The New York, Lake Erie & Western, shops in Susque- 
ane, oe are building 5 consolidation freight engines for 

e road. 

The Rhode Island Locomotive Works in Providence are 
full of work and have some 1,300 men employed. 

The Canadian Pacific shops in Montreal recently com- 
pleted a consolidation freight engine with 19 by 22 in. cylin- 
ders and 51 in. drivers. It is said to be the first consolidation 
engine ever built in Canada. 

The Grant Locomotive Works in Paterson, N. J., have an 
order for 10 consolidation freight engines for the New York, 
Lake Erie & Western road. 

The Car Shops. 
The Chicago & Grand Trunk shops at Fort Gratiot, Mich., 
are building 4 new passenger cars for the road. 

The Litchfield Car Co., in Litchfield, Ill., has orders for 
od 900 cong cars, and all the departments are crowded 

ith work. 


Manufacturing and Business. 

The Wainwright Manufacturing Co., 65 and 67 Oliver st., 
Boston, and 93 Liberty st., New York, report the fol- 
lowing sales of their feed-water heaters for the month of 

ptember : F. A. Barker, Marblehead, Mass.; A. Liebler & 
“3 : New York; Thomson-Houston Electric Co., Lynn, Mass. ; 
N hidden, Hill & Co., Boston; Frenyear & Razee, Rochester, 
N. H,; Hill, Clarke & Co., Boston; Howard Patent Metallic 


| Brush Co., Reading, Mass.; Fairbanks & Co., Pittsburgh, 
Pa., 3 heaters; Fairbanks & Co., Philadelphia, and to Robt. 
Lavyon & Co., Pittsburgh, Kansas. The patent corrugated 
brass tube radiators are still finding ready sales, and they re- 
port a brisk trade in pipe and fittings, their orders in that 
department being very heavy. The outlook for the present 
month is stated to be very mee hes 

The Harlan. & Hollingsworth Co.,, in Wilmington, Del., 
has Mr. Wm. K. Vanderbilt’s new steam yacht ‘“‘ Alva” 
nearly completed. . It will probably be launched Oct. 16. 

Messrs. Pedrick & Ayer, of the L. B. Flanders Machine 
Works, Philadelpbia, have recently shipped the following : 
Patent portable valve-seat: rotary planing machines to the 
Texas-& Pacific ; Richmond & Danville ; Canadian Pacific ; 
Buffalo. Rochester & Pittsburgh; Baldwin Locomotive 
Works, and O. L. Packard, Milwaukee, Wis: Patent portable 
crank pin machines to the Canadian Pacific; New York & 
New England, and Manning, Maxwell & Moore, New York. 
Patent portable locomotive cylinder boring machines to the 
North rgia Improvement Co.; Morgan’s Louisiana & 
Texas; Baldwin Locomotive Works, and Manniug, Maxwell 
& Moore. Otto's patent flue cleaning machine to the 
Pennsylvania Co. and the Chicago, St. Louis & Pittsburgh. 
Radius link planer attachment to the Tanner & Delaney 
Engivue Co. and to Manning, Maxwell & Moore. 
“Gyp” Engine to the St. Louis, Arkansas & Texas. In- 
quiries are numerous, and they hope for a fine fall and winter 
trade. : 

Iron and Steel. 


A Nashville, Tenn., dispatch of Sept. 29 says: ‘‘ At a meet- 
ing of the stockholders of the Tennessee Coal, Iron & Rail- 
road Co. here on a purchase by this company of the 
Pratt Coal & Iron Co., the Alice Furnace Co. and the Linn 
Iron Works, of Birmingham, Ala., was consummated and 
confirmed. This action has. brought together under one 
management a large and valuable coal and iron property. 
The provisions of the consolidetion put large capital into the 
treasury of the company and provide for the building of five 
additional furnaces of 200 tons daily capacity each, and the 
building of 1,000 additional coke ovens, the combined prop- 
erties now having five furnaces and 1,500 coke ovens in 
active operation.” : 

The Chicago Furnace Co. has been organized to operate the 
blast furnaces of the Calumet Iron & Steel Co. at Cummings, 
near Chicago. 

= Furnace, near Ironton, O., went into blast last 
week. 

The Helmbacher Forge & Rolling Mill Co., in St. Louis, is 
s work on some large orders for car axles and other railroad 

orgings. 

e Springfield (Mass.) Republican, of Oct. 5, says: Nego- 
tiations were completed yesterday for the sale of the Talcott 
‘Forge at Brightwood to John McFethries and William C. 
Lawton, of this city. The new firm will take possession as 
soon as the’'title has been shown to be clear, and will probably 
begin operations Saturday. Mr. McFethries has a large ex- 
perience in the foundry business. He was employed seven 
years in the Boston & Albany shops in this city, and went to 
Russia in 1859 as foreman under Winans Bros., of Balti- 
more, and spent 20 years there. He will attend to the gen- 
eral superintendeuce of the works and Mr. Lawton will be 
the Treasurer and traveling salesman. The sales was for 
cash, and it is stated that the price was about $16,000.” 


The Rail Market. 

Steel Rails.—The market is steady, with quotations un- 
changed at $34@$35 per ton at eastern mills, and plenty of 
business re Sales of light rails are reported at $36@ 
$40, according to section. 

Rail Fastenings.—A fair demand is reported, -with quota- 
tions unchanged at 2.40 cents per lb. for spikes in Pitts- 
burgh ; 2.75@3 for track-bolts and 1.65@1.75 for splice- 


rs. 

Old Rails,—The market for old iron rails is active, with 
some large sales reported, anda shortsupply. Quotations 
are $21@$22 per ton at tidewater. Old steel rails are 
quoted at 221@$24 per ton in Pittsburgh, according to 
length. 

Car Couplers. 


The freight cars of the Chicago & Grand Trunk road are 
being fitted with the Aikman coupler as they come into the 
shops. The Aikman is one of the couplers approved by the 
Michigan Railroad Commissioner. 


The Freight Brake Trials. 
The Ward Axle Brake & Coupler Co., of Monongahela City, 
Pa., has notified Mr. Rhodes, Chairman of the M..C. B. Com- 
mittee on Freight Train Brakes, that it will enter its brake 
for trial in the tests to be held in —_. 1887. The Ward 
brake is a friction brake operated by a push-rod running 
a the train and actuated by a steam cylinder on the 
tender. 
Cable Traction. 
The Jonson Foundry & Machine Co., of New York, who 
built the 125th street cable road, announce themselves as 
contractors for cable railway plant, ready to erect at their 
own works the switches, vaults, elevating devices, etc., 
ready for placing in the ground. They are patentees and 
manufacturers of the Jonson & Robertson cable grip, which 
is adopted on the Third avenue road, of New York, and 
which he pulled 7 cars through snow drifs up an incline of 
350 ft. to the mile. 
Car Springs. 
The A. B. Davis Car Spring Co., of Philadelphia, announces 
that ‘‘ Mr. Edward Hill, having severed his connection with 
Messrs. N. & A. Middleton & Co., Limited, is to-day elected 
Secretary and Treasurer of this ey: with branch office 
in Mills Building, New York.” Mr. Hill, who was formerly 
Purchasing Agent of the Chicago & West Michigan Rail- 
road, and is a car-builder of a" bas purchased the 
entire stock of. the company. He will manufacture all de- 
scriptions of hot-coil springs, as well as the A. B. Davis com- 
bined spiral spring. 


Progress of Natural Gas. 

The eighth edition of the Directory of the Iron and Steel 
Works of the United.States, published by the American Iron 
& Steel Association, and corrected to July 15, 1886, shows 
that, while two years ago not more than six rolling mills and 
steel-works in the United States used natural gas as fuel, 
there are now 68 rolling mills and steel-works which use the 
new fuel, and 16 which are making preparations to use it. 
All the rolling mills and steel-worksin Allegheny Co., Pa. , 55 
m all, now use natural gas. In Western Pennsylvania, out- 
side of Allegheny Co., it is used in 12 mills and steel-works, 
and seven others, including the rolling-mill and Gautier steel 
departments of the Cambria Iron-Works, 79 miles east of 
Pittsburgh, are preparing to use it. One rolling mill in Ohio 
is now using it, and eight mills are getting ready to use it. 
At Wheeling, W. Va., one mill is making arrangements to 
introduce it. In all but avery few of the mills and steel- 
works referred to natural gas is used as fuel exclusively. 


Lumbering in Northeastern Texas. 
A Texas correspondent of the Northwestern Lumberman 
writes: ‘‘The Trinity & Sabine Railroad is properly a 
branch of the International & Great Northern, and comes in 
as part of the Missouri Pacific system, which is the great 





railroad artery of the Southwest. It commences at Trinity, 
on the International & Great Northern, and runs in an 
easterly direction for a distance of 66 miles. This entire dis- 
tance is thickly covered with long leaf pine, and some of the 
finest mills in the south are located — with capacities 
ranging from 30,000 to 75,000 feetaday. The lands are 
cheap—from $4 on the road to $1, three and four miles 
back. They yield an acreis variously estimated by 
experts at from 7,000 to 15,000 ft., and from 
my knowledge of the country I think it safe to 
say that 10,000 ft. is an average. The country is 
slightly rolling and consequently an easy one in which to 
build tram roads, and a good many of the mill owners are 
now building such roads into the timber. Several are al- 
ready in operation and otberr in process of construction. 
Owing to our mild winters, the mills run the entire year, not 
knowing what it is to shut down on account of bad weather.” 


Railroad Tie Supply from Southwest Missouri. 


A correspondent of the Northwestern Lumberman writing 
from Kansas City says: ‘‘ At present probably there is no 
section of the west where there is more money paid out for 
railroad ties than in Southwest Missouri. This is not generally 
known, as the industry has been worked up within the last 
trod until it has grown to be of great importance to the in- 

abitants of the rather sparsely settled section of the ‘ puke 
state.’ During — summer there have been on an 
average over $12, paid out monthly for ties at the town 
of Osceola, in St. Clair County. This certainly speaks well 
for an industry which was unknown almost 12 months ago. 
Black oak sells to the contractors at 25 cents, while white, 
burr and post oak bring 35 cents. This makes for the con- 
tractor a very good profit. This gtd manages to get from 
the railroads within 100 miles all the way from 50 to 70 
cents. The supply is by no means inexhaustible and it is 
reckoned that at the present rate of cutting there will be 
little left in Southern Missouri within 10 years. 


Wooden Lumber Railroads Condemned, 


A mill man writes from Arkansas to the Northwestern 
Lumberman that ‘‘no man is rich enough to run a wooden 
tramway,” and the Lumberman adds, ‘‘as he also says that 
he is using one, 114 miles long, he probably speaks from a 
bitter experience! The Arkansas gentleman, however, is 
right. The man who lays wooden rails for a logging road is 
a long way behind the times. Wooden rails have their advo- 
cates, but the most competent evidence is the balance sheet of 
the man wko has used both wood and iron. The universal 
experience of extensive operators is that wood is the more ex- 
pensive and less safe.” 


Steel Lake Steamers. 


A Buffalo letter says : ‘‘ It is reported that the Union Steam- 
ship Co. has resolved on a radical change of base so far as 
the makeup of the fleet is concerned. The ‘ Dean Richmond,’ 
‘ Newburg,’ ‘ Waverly,’ ‘ James Fisk,’ ‘ B. W. Blanchard,’ 
* Arctic,’ and ‘ St. Louis’ are to be sold. This leaves of the 
old fleet only the ‘ Rochester,’ * New York,’ ‘ Avon,’ ‘ Port- 
age,’ ‘ Starucca,’ and ‘ Nyack,’ with the ‘ Jewett’ and ‘ Tioga’ 
lately added. It is understood that the plan is to replace all 
these with large steel steamships as soon as possible,all of which 
will be as large or larger than the new Anchor Line steam- 
ship ‘ Susquehanna.’ The one now = will be hur- 
ried forward so as to be launched in January. Following her, 
a second one will be built as soon as room can be had in the 
yards, and she will be out in July next. After that a steel 
vessel will be built every year until the transformation of the 
fleet is complete. It is confidently stated that the ‘ Susque- 
hanna’ will be faster than either the ‘ Jewett’ or * ty + and 
no one who looks at the sharp bow of the model of the new 
Union boat will doubt for a moment that her speed will be 
considerably greater than the ‘ 8 ehanna.’ ” 

The Union Dry Dock Co, in Buffalo, N.Y., is getting ready 
to lay the keel for the new steel steamship that it is to con- 
struct for the Union Line. The keel will be 30 ft. longer 
than that of ‘‘ Susquehanna.” She is to be constructed after 
a model made by rge B. Mallory, and will be of the fol- 
lowing dimensions: Length of keel, 325 ft.; beam, 41 ft.; 
molded depth, 2514 ft. She will be much finer forward than 
‘* Susquehanna” and will havea full length water ballast 
bottom like ‘‘ Onoko” and ‘* Tioga.” She is designed tocarry 
2,900 tons of freight on 1514 ft. draft. Her engines will be 
different from any now on the lakes, The high-pressure cyl- 
inder will be 28 in. in diameter, and will exhaust into a low 
mee of 42 in. and this into another of 72 in., the engines 

ing of the triple expansion compound pattern, 


A Huge Cotton Compress. 
A large cotton compress at Norfolk, Va., the property of 
the National Compress Association, has lately been tested by 
experts, who found that it ee a pressure of 6,058 tons. 
The whole machine is 79 ft. high and is operated by one cyl- 
inder of 80 in. diameter, and one cylinder of 100 in. diam- 
eter, steam of 135 Ibs. pressure being used. 


A Logging Road on Lake Superior, 

The Marquette Mining Journal of Oct. 2 says: *‘ Matthew 
Johnson, of Bay City, who has been engaged for some time 
in laying out the route for the McGraw loggirg road on Dead 
River, bas returned to the city and is now writing up his 
@otes. The road will be a narrow gauge, 1014 miles in 
length, extending from the upper falls of Dead River to the 
slack water at the mouth. and will be built to facilitate lum- 
bering operations on the tract of land purchased last winter 
from Mayor Thurber by T. H. McGraw & Co. The route 
selected is by way of Compeau’s Creek a good part of the way, 
and is wholly on the west side of the river. 

** A good deal of difficulty was experienced in finding a 
feasible line because of the great elevation to be overcome at 
one point. By the route finally selected the greatest eleva- 
tion reached is about 800 ft. above the lake, while the river 
above the falls was found to be a little over 700 ft. higher 
than the mouth. The engines to be used will have 8 drivers, 
and will be geared 5to3. It is probable that the work of 
construction will be commenced this fall, as parties are 
known to be i on the contracts, while next season 
lumbering will probably be commenced on the tract and the 
road will be wanted for use.” 


A Locomotive’s Long Run Without Repairs. 

The Toronto (Ont.) Globe of Sept. 20 says: ‘* Engine No. 61 
on the Northern & Northwestern Railway was built at the 
Brooks Locomotive Works, at Dunkirk, N. Y., and without 
any general repairs has exceeded the best record by more 
than the ordinary life of a locomotive. Its total mileage, 
without any general repairs, has aggregated 190,554, and in 
running that distance has not had even a pin, a brass, a 
driving-brass, or a flue taken out in that mileage. 
After she had run 45,179 miles she had a slight ac- 
cident which necessitated her being taken off her wheels 
and she then had her tires turned. Since that she 
has run 145,375 miles without beinz lifted off her 
wheels. She was used at first and for some time as a freight 
engine, but at the time of the accident was converted into a 
ssenger engine. She hasa 17 by 24 cylinder and 5 ft. 
river. She has now just come out of the shop with Clarke 
& Reid’s new smoke-box and stack, and is working very suc- 





cessfully. Her engineer, Mr. Robert Pearson, has been in 
the employ of the Northern Railway for 31 years, and bas 
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run very considerably over a million miles without an accident 
worthy of record. It1s needless to add that he is proud of 
his engine and more than pleased with the improvements 
which have been recently made.’ 


The Steel Rail Question. 


About six weeks ago I had to attend the inspection of rails at 
one of the largest iron and steel works in the United States, 
where the metal is directly taken from tbe blast furnaces 
into the converters, to be blown into steel. While there the 
General Manager of these works showed me a smal! sample 
of the steel directly made from blast furnace process, asking 
my opinion about its quality. After I had carefully exam- 
ined—though I do nut pretend to be asuperior judge of 
metais—I told the gentleman I did not believe it to 
be a reliable grade of steel. He then observed that the 
same grade of steel had produced nice rails, to 
which said: ‘* Perhaps nice-looking rails, but as 
to good quality, it is another thing.” That sample of 
steel, 8 in. in Jength, 4 in. wide and 3 in. thick, showed a 
eavity or sinkage covered with a dirty-looking substance. I 
inquired of the General Manager if he thought that good car 
wheels could be cast with such metal, but he said he did not 
think so. I still asked what he thought the cause of the sink; 
age was, but he would or could not say. In my honest vpinion 
the simple truth is, the too fast running of the blast furnaces 
does not give the necessary time for the ore to properly melt, 
so that silicious matters, cinders, etc., remain in.—G. H. La- 
gorge, in Philadelphia Times. 


A Light Draft Steamboat. 
A steamboat has been built to navigate the Allegheny River 
between this city and Kittanning, a distance of 45 miles. 
Although 142 ft. long and 25 ft. beam she draws but 10 in. 
of water. It has been nearly or quite 20 years since steam- 
boat packets ran on the Allegheny, and it has been believed 
that the railroads had crowded them off for all time, but the 
builder of the craft mentioned—the ‘‘ Nellie Hudson ”—be- 
lieves that there is still a chance for a line of properly-con- 
structed boats, and if this first venture pays we believe he 
intends to add other boats, and perhaps run some of them as 
far up as Oil City.— American ] cieaiadinarer. Pittsburgh. 


Safety Switches. 


The Batt safety switch was successfully tested at Buffalo ; 


last week in the presence of T. W. Spencer, Inspector for the 
Railroad Commission of New York, and a number of rail- 
road officers. This switchis being put in the Scranton and 
the Buffalo yards of thc Delaware, Lackawana & Western 
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MEETINGS AND ANNOUNCEMENTS, 
Meetings. 





Meetings of the stockholders of railroad companies will be ; 


held as follows : 
Cincinnati, Sandusky & Cleveland, annual meeting, at 
the office in Sandusky, O., Oct. 20. 
Evansville & Terre Haute, annual meeting, at the office in 
Evansville, Ind., at 2 p. m., on Oct. 18. 
Ohio & Mississippi, annual meeting, at the office in Cin- 
cinnati, Oct. 14. Tiansfer books close Sept. 18. 
Puliman’s Palace Car Co., annual meeting, at the office in 
Chicago, at 3 p. m. on Oct. 14. 
Western Maryland, annual meeting, in Hillen Station, 
Baltimore, Oct. 20, at noon. 
Dividends. 
Dividends on the capital stocks of railroad companies have 
been declared as follows : 
Atchison, Topeka & Santa Fe, 11¢ per cent., greets. 
payable Nov. 15, to stockholders of record on Oct. 11. 
Concord, 5 per cent., semi-annual, payable Nov. 1. 
European & North American (leased to Maine Central), 
214 per cent., semi-annual, payable Oct. 15. 
Island, 1 per cent., quarterly, payable Nuv. 1, to 
stockholders of record on Oct. 11. 
New York Central & Hudson River, 1 Dee cent.., quarterly, 
payable Oct. 15, toe stockholders of record on Sept. 30. 
t. Paul, Minneapolis d& Manitoba, 144 per cent., quar- 


terly, payable Nov, 1. Transfer books close Oct. 18. 

United New Jersey (leased to Pennsylvania Railroad Co.), 
21¢ per cent., quarterly, payable Oct. 10. 

Vermont & Massachusetts (leased to Fitchburg Co.), 3 per 


cent., semi-annual, payable Oct. 7. 


Railroad and Technical Conventions. 


Meetings and conventions of railroad associations and tech- 
nical societies will be held as follows : 

The Roadmasters’ Association of America will hold its 
annual convention in St. Louis, on Tuesday, Oct. 12. 

The General Time Convention will hold its fall meeting in 
New York, on Wednesday, Oct. 13. 

The Association of American Railroad. Superintendents 
will hold its next meeting at No. 46 Bond street, New York, 
on Thursday, Oct. 14. 

The New England Roadmasters’ Association wil! hold its 
fourth annual meeting at the Hotel Windsor in Manchester, 
N. H., beginning at 2 p m., on Wednesday, Oct. 20. 

The Association of Railroad Trackmen of North America 
will meet at Council Bluffs, Ia., on Thursday, Nov. 25. 

The Master Car-Builders’ Club holds its regular meetings 
atthe rooms, No. 113 Liberty street, New York, on the third 
Thursday in each month. 

The New England Railroad Club holds its regular meetings 
at its rooms in the Boston & Albany passenger station in 
Boston, on the second Wednesday of each month. 

The Western Railway Club holds its regular meetings at its 
rooms in Chicago on the third Wednesday in each month. 

The Western Society of Engineers holds its regular meetings 
at its hall, No. 15 Washington street, Chicago, at 7:30 p. m., 
on the first Tuesday of each month. 


Foreclosure Sales. 


The Illinois Midland road was sold in Springfield, [ll., Sept. 
30, under decrees of foreclosure granted by the United 
States Circuit Court. The three roads which were consoli- 
dated to form the line—the Peoria, Atlanta & Decatur, the 
Paris & Decatur and the Paris & Terre Haute—were put up 
separately, in accordance with the decree. The whole prop- 
erty was bought for $1,120,000 by Mr. R. K. Dow, of Clare- 
mont, N. H., acting for the bondholders. The road extends 
from Peoria, Ill., to Terre Haute, Ind., 173 miles; it hus al- 
ways been an unfortunate line and has been for 11 years in 
the hands of a receiver. The funded debt was $4,175,000, 
and there 1s also a considerable debt of the receivership. 

The G etown & Lane’s road was sold in Charleston, 
8. C., Oct. 5, under a decree of foreclosure granted by the 
United States Circuit Court, and was bought for $80,000 b: 
Maj. W. H. Brawley, as agent for the bondholders. The 
road extends from Georgetown, S. C., to Lane’s, on the 
Northenstern road, 37 miles. The funded debt consisted of 
$325,000 first-mortgage 7s. The road was built in 1883. 


General Time Convention. 
The fall meeting of the General Time Convention will be held 


at the Hotel Brunswick (Fifth avenue and Twenty-sixth 
street), New York city, on Wednesday, Oct. 13, at 11 a.m. 

The Committee on Uniform Train Rules and Telegraph 
Orders will present a report recommending a code of gencral 
and train rules for adoption by the Convention. 


New England Roadmasters’ Association. 


The Fourth Annual Meeting of the Association will be held 
at the Hotel Windsor, Manchester, N. H., Oct. 20 and 21, 
1886. Meeting will be called at 2 p. m., Oct. 20, and with 
proper intermissions, there will be work done until adjourn- 
ment on evening of Oct. 21. 

After the regular annual business of the Association, viz. : 
Reading of the Minutes of last meeting, Enrollment of New 
Members, Reading Communications, Election of Officers, Re- 
port of Committees, Unfinished and Miscellaneous Business, 
there will be discussed the following questions : 

Road Tools, 

Nut Locks. 

Economy of Labor and Material in Maintenance of Track. 

Split Switches, 

Elevation of Curves, 

Review of previous years’ discussion of Joints, Rails, etc. 

There has been issued a circular of questions pertinent to 
each question to be discussed, and the Secretary will report 
the answers to same before the question is open for discussion. 
Roadmasters are expected to be —- to be called on to 
give reasons for arriving at conclusions, 

The circular issued to roadmasters gives a list of questions 
to be answered, covering very fully most of the ground indi- 
cated above. 








ELECTIONS AND APPOINTMENTS. 


Boston & Albany.—Mr. H. B. Chapin is appointed As- 
sistant General Freight Agent, with office in Boston. He 
was recently Chief Clerk in the general freight office. 


Baltimore & Ohio.—The following circular from Vice- 
Piesident S. Spencer is dated Baltimore, Sept. 30 : 

‘* Mr, George D. De Shields is this day appointed Superin- 
tendent of Hotels, embracing the Viaduct, the Queen City 
and the Grafton hotels, with headquarters at Queen City 
; Hotel, Cumberland.” 





Burlington, Salina, Hutchinson & Southern.—The director 
are: E. W. Ober, A. F. Harsh, H. Baker, A. M. Claflin, M. 
D. Teague, M. M. Briggs, John Anderson, Salina, Kan.; S. 
W. Campbell, A. L. Forsha, John Puterbaugh, L. A. Biggen, 





Y | Sept. 20: ‘* Until further notice Mr. C. B. Couch, with head- 


J. F. Greenlee, M. Robb, Hutchinson, Kansas. 


Chicago, Burlington & Quincy.—The following circular 
was issued on Oct. 1: ‘*Mr. Paul Morton having been pro- 
t moted to the General Passenger Agency, and the position of 
i First Assistant General Freight Agent been consequently 
vacated, that office, as well as those of Second and Third As- 
sistant General Freight Agent, is abolished. Messrs. G. H. 
' Ross, J. S. Bartle and Fred Rogers are appointed Assistant 
General Freight Agents, dating from Oct. 1, 1886.” 
Mr. Rogers was formerly General Agent at Pittsburgh. 


Chicago & Eastern Iilinois.—At the annual meeting in 
Chicago, Oct. 5, the old directors were re-elected without 
opposition. 

Chicago, Kansas & Nebraska.—President M. A. Low an- 
nounces that Mr. C. W. Fisher is appointed General Man- 
ager ; appointment to take effect Oct. 1. Headquarters 
Atchison, nsas. 


Chicago, Milwaukee & St. Paul.—It is announced that 
Mr. Frank 8. Bond has been chosen Vice-President in place 
of Mr. Julius Wadsworth, resigned. Mr. Bond will have his 
office in New York 


Chicago & Northwestern.—General Superintendent C. C. 
Wheeler has issued the following announcement dated Sept 
28: ‘‘Mr. W.S. Mellen, Assistant General Superintendent, 
having tendered his resignation, to take effect Oct. 1, to ac- 
cept a higher position with another company, reports hereto- 
fore sent to him will, on and after that date, be sent to the 
undersigned.” 

Traffic Manager H. C. Wicker makes the following an- 
nouncement : **Mr. Edward P. Wilson is appointed General 
Passenger Agent of this company, in place of Mr. R. 8S. 
Hair, resigned. Appointment to take effect Oct. i, 1886.” 


Chautauqua Lake.—This company as consolidated has 
the following board of directors: RK. N. Marvin, O. E. Jones, 
F. E. Gifford, John Cadwell, Willis Tew, A. N. Broadhead, 
Erie L. Hall, Jamestown, N. Y.; Francis B. Brewer, Reu- 
ben G. Wright, E. A. Skinner, Westfield, N. Y.; John C. 
Williams, Cleveland, O.; Wm.-M. Barnum, New York; E. 
B. Phillips, Boston. 


Colorado Midland.—Mr. Mace Moulton is appointed 
Engineer of Bridges, with headquarters at Colorado Springs, 
Col. He was recently Assistant Chief Engineer of the Ken- 
tucky & Indiana Bridge. 


Columbus Belt.—The mempemaen are: Henry Stearns, 8. 
er, 


| 


L. Johnson, Theodore H. But +. C. Hoover and Duncan 
Shaw. Office in Columbus, Ohio. 


East Tennessee, Virginia & Georgia.—Mr. J. A. Gal- 
lagher has been appointed Master of Trzins of the Brunswick 
Subdivision, with office in Macon, Ga., in place of B. A. 
Cunningham, deceased. 


Flint & Pere Marquette.—The following from Vice- 
President and General Manager H. C. Potter announces 
officially an appointment heretofore noted: ‘‘ Mr. Arthur 
Patriarche is: hereby appointed General Freight Agent of 
this company, with head-quarters at East Saginaw, Mich., to 
take effect Oct. 1, 1886.” 


Interstate Belt.—The directors are: Nicholas McAllpine, E, 
S. W. Drought, E. A. Quill, W. K. Faulconer and James I, 
Reynolds, all of Kansas City. 


Kansas & Southwestern.—The officers of this company 
are as follows: Alonzo Stevens, President, Chicago ; James 
N. Young, General Manager, Winfield, Kan.; L. D. Latham, 
Assistant General Manager, Winfield, Kan.; H. B. North, 
Superintendent, Arkansas City, Kan.; E. B. Wingate, Chief 
Engineer, Arkansas City, Kan,; S. C. Gibbs, General Freight 
and Passenger Agent, Winfield, Kan.; Jas. Hill, General 
Agent, Arkansas City, Kansas, 


Lakeside & Marblehead.—The officers of this new com- 

ny are: President and General Manager, E. H. Brennan, 
Toledo, O.; Vice-President, Thomas Flesher, Jr., Cleveland, 
O.; Secretary, D. K. Stevens, Sandusky, O.; Treasurer, W. 
O. Chapman, Boston. 


Lake Shore & Michigan Southern.—General Superin 
tendent P. P. Wright has issued the following circular dated 


quarters at Cleveland, will assist me in the discharge of the 
duties of my office. His orders with respect to any matters 
in any of the departments over which the General Superin- 
tendent has supervision, will be respected and obeyed ac- 
cordingly.” 


new company met in Madison, Ind., Sept. 24, and electeg 
Mr. J. W. Fawcett, of Louisville, Ky., President. 


Louisville & St. Lowis,—The office of this company is in 
Jacksonville, Il., and the directors are Edward S. Green. 
leaf, Marshall P. Ayers, Augustus E. Ayers, Wm. 8. Hook 
and Marcus Hook, all of Jacksonville 


Louisville & Nashville.—At the annual meeting in Louis. 
ville, Ky., Oct. 6, the following directors were chosen , 
John A. Carter, Frederick W. Foote, J. A. Horsey, Jolin 
H. Inman, August Belmont, Jr., Arnold Marcus, Eckstein 
Norton, J. D, Probst. Thomas Rutter, J. S. Rogers, Milton 
H. Smith, John D. Taggart, and J. B. Wilder. The only 
change is the substitution of August Belmont, Jr., of New 
York, for J. H. Linderberger, of Louisville. Out of 300,000 
shares, 205,196 shares were represented at the meeting and 
voted for the above-named ticket. 

The board elected Eckstein Norton President; Milton H, 
Smith, Vice-President. This reverses the positions formerly 
held by these gentlemen, but it is stated that the duties per- 
formed by each will be substantially the same as heretofore, 
Mr. Norton having the financial management and Mr. Smith 
charge of the operation of the road. 

The following circular from General Manager J. T. Harahan 
is dated Louisville, Ky., Oct. 1: 

‘Mr. Reuben Wells is hereby appointed Superintendent 
of Machinery, with office at Louisville, Ky. tr. Harvey 
Middleton is appointed Assistant Superintendent of Ma- 
chinery, with office at Louisville, Ky. Appointments effec. 
tive this date.” 


Minneapolis, Sault Ste. Marie & Atlantie.—At the annual 
meeting, in Minneapolis, Minn.. Sept. 21, the following di- 
rectors were elected: W.D. Washburn, J. 8S. Pillsbury, 
H. E. Fletcher, John Martin, Thomas Lowry, C. H. Pettit, 
W. H. Eustis, O. C. Merriman, C. J. Martin, J. C. Oswald, 
J. K. Sidle, J. M. Shaw, M. P. Hawkins. Officers were 
elected as follows: President, W. D. Washburn: Vice 
President, John Martin ; Treasurer, C. H. Pettit : Secretary, 
M. P. Hawkins. 


Newport & Wickford.—At the annual meeting in New- 

rt, Oct. 4, the following directors were chosen : George 

‘eabody Wetmore, John G. Weaver, Newport, R. 1: 8. H. 
Vaughan, Wickford, R. I.; J. N. A. Griswold, David King, 
George M. Miller, New York. The board elected George M. 
Miller, President ; A. 8. Sherman, Secretary and Treas. 
urer. 

Mr. J. B. Gardiner, Superintendent of the New York, 
Providence & Boston road, is to be Superintendent of this 
line also, in place of Theodore Warren, resigned. 


New York Central Sleeping Car Co.—President W. 8 
Webb announces the following promotions in -the operating 
department of this company to take effect Oct. 1, 1886 
Captain N. M. Wheeler, to be Assistant to the General 
Superintendent; Mr. J.C. Yager, to be Superintendent of 
the Eastern Division; Mr. C. P. Krauth, to be Superintend- 
ent of the New York District. 


New York, Lake Erie & Western.—Mr. D. H. Blackham, 
late Superintendent of Transportation, is appointed Superin- 
tendent of the Susquehanna Division in place of Mr. R. B. 
Cable, resigned. 


Pensacola & Memphis.—At a meeting at Brewton, Ala, 
Sept. 23, officers were elected as follows: L. H. Sellers, 
President; Ed. Watkins, Vice-President; S. N. Van Praag, 
Secretary; 8. C. Cobb, Treasurer; W. B. Wright, Auditor. 


Philadelphia & Reading.—Mr. Austin Corbin, of New 
York, who was recently chosen President of the company, 
has been appointed by the Court an additional Receiver. 
The Receivers now are George de B. Keim, Stephen A. Cali- 
well and Austin Corbin. 


St. Johnsbury & Lake Champlain.—At the annual mett- 
ing in St. Johnsbury, Vt., Sept. 29, the following directors 
were chosen: A. B. Jewett, Horace Fairbanks, G. W. Her- 
dee, A. E. Folsom, W. G. Stowell, C. S. Mellen, H. N. Tw- 
ner, C. E. A. Bartlett, W. S. Simonds. The board elected 
the following officers: President. C. S. Mellen; Vice-Presi- 
dent, A. B. Jewett; Treasurer, W. A. Stowell; Executive 
Committee, A. B. Jewett, C. S. Mellen, Wm. A. Stowell. 
The road is worked by the Boston & Lowell. 


Savanah, Florida & Western.—Circulars from General 
Manager H.S. Haines announce that Mr. J. M. Lee who 
recently succeeded Mr. W. P. Hardee as Treasurer of this 
company, has been appointed to succeed Mr. Hardee also as 
Treasurer of the Jacksonville Street Railway Co., the Peo 
ple’s Line of Steamers on the St. John’s and Chattahoochee 
rivers and the Plant Steamship Line—all subordinate organi- 
zations controlled in the interest of this company. 


Texas & Pacific—Mr. A. H. Douglass has been appointed 
Division Master Mechanic, with office at Big Springs, Texas. 


Valley, of Ohio.—Mr. N. F. Wood is appointed Superit- 
tendent, and will have charge of transportation. He was 
recently Superintendent of the Mahoning Division of the 
New York, Pennsylvania & Ohio. 


Wabash, St. Louis & Pacific.—The following circular 
from General Manager A. A. Talmage is dated St. Louis, 
Oct. 1: ‘Chas. M. Hays is hereby appointed Assistant Gener! 
Manager, to take effect this date. He will have charge of 
all matters connected with the office of General Manager: 
will approve for him all vouchers, pay-rolls and requisitions: 
will represent him during his absence, and perform sut! 
other duties as may be assigned him by the (ener 
Manager.” 


. Western Maryland,—The Mayor and City Council of Bal: 
timore have appointed the following city directors in ths 
company: Wm. A. Bovd, Christian Devries, T. Edward 
Hambleton, John R. Hudgins, John C. Legg, Wm. S. Rayne, 
8. H. Taggart, Alfred P. Burt. The new directors are Mess 
Hudgins, Lege and Burt, who take the places of Messrs. B. 
G. Hipsley, James W. McElroy and James C. Wheedon. 


Wichita & West Line.—The directors are: 8. H. Slater. 
P. Morton, David A. Mitchel, Wichita, Kan.; A. N. Clark 
Pratt Center, Kan.; F. W. Wilson, of Preston; R. H. Cle 
— Leavenworth, Kan.; Walter Scott, Dunkirk, Ne* 

York, 

Wisconsin Central —Mr. F. N. Finney’s new position witb 
this company is as Vice-President and Managing Director. 
He will be the chief executive officer in the West, 45 
Charles L. Colby, the President, is about to remove from 
Milwaukee to Boston. 








PERSONAL. 


—Mr. Theodore Warren has resigned his position as Su A 
—, of the Newport & Wickford Railroad & Steam 
‘o.’s line. 


—Mr. Thomas H. Munsell, Superintendent of Constructi0® 
and Repairs of the New York Central Sleeping Car (0. 
resigned his position. 











Louisville, Cincinnati & Dayton.—The directors of this. 


—Mr. H. M. Perry has resigned his office as Master pnt 
Builder of the Flint & Pere Marquette road, to accept 45 
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= 
ilar position with the Atchison, Topeka & Santa Fe Railroad TRAFFIC AND EARNINGS, 
at Topeka, .ansas. ayes 
‘ Railroad Earnings. 
_Mr. J. G. A. Meyer, for several years past Chief Drafts- . : : 
man of the Grant Locomotive Works in Paterson, N. J., | wr mena of railroad lines for various periods are reported as G: 
has accepted a position on the editorial staff of the American ee 
Machi.ist, of New York. Nine months to Sept me: oe sii linia 
6 . Or . -&. 
_Mr. Charles H. Wood, Assistant Superintendent of the | buff, N.Y. & P.. $1,938,580 $1,758,010 I. $180,570 10.3 
Housatonic eoiagg + has been gon rom his +; a. Buff , Roch. & P.. pad ns 904,735 D. 27,108 3.0 
Bridgeport, Conn., for over a wee past. o cause for his ° why lent Adee iy 
disappearance is known to exist. Tow “902 708 =e 208 i ‘24000 26 
_Mr. O. B. Skinner, i. D 743. 58 D. 45,679 U. 
“=i. 0. B. Skloner, Trac Manager of the Cleveland, [Sit & ain is Sasatzy Sams PG oe 
0 tid se Chi., Mil. & St. P, 17,203,000 16,546,121 I. 656,879 39 
jong leave of absence on account of his health, and will | Chi’ & N. Ww. 17/913/192 —-:17.191.527 1. 721.665 4.2 
probably go to Southern California for the winter. C, St. z, x. &o 4,300,524 4,000,923 r ; 230.001 59 
D . . ses i. “. . 5 - . .* ‘ a 9 3 5 
—Mr. Robert B. Cable, recently resigned his position as) Gin. "Ww. & Balt. 1,449,719 —-1,247,676 L. 1043 16.2 
Superintendent of the Susquehanna Division of the New| Denver & R.G... 4,740,225 4:415.53) L 324,695 97.3 
York, Lake Erie & Western road. It is understood that he | Det , Lan. & No 892,703 875,587 1 17,167 19 
has been offered an important position on another line. Ill Ventral ....... 7,368,907 7,612,941 D. 344,034 4.5 
y Iowa lines... .. 1,233, 23b 3,161,510 I, 71,72 62 
—Mr. Alfred Noble, recently engaged as an engineer on | Long Islaod.... .. 2,353,195 %,239,216 I. 113,979 5.1 
the extension of the Northern Pacific Railroad, has been ap-| Lou., N. O. «.. 1,087,045 871.365 L 215,680 248 
inted mee pe gay ye construction of the new Si aay Lagu ge yin | e. cn.nee os 
arlem River Bridge, to fill the vacancy caused by the resig- | Mexican Cen... 1686485 2,650,283 I. 36,202 1. 
F Will Mil.,L. S. & W.. = 1,734,207 960,951 I. 793,256 82.0 
Tee: Jolie Nobu Msg oerose * sia Laie KG 
_Mr. Julius Wadsworth, it i i orto jest.. 2,294, 914,05) : 514 18.0 
Mr. Julius Wadsworth, it is understood, asked some tithe | Nothern Pacific.. #,776.030  7,Auz686 T. O74.353 125 
ago t uties as Vice-President of the | Onio & Miss 21851233 «-21723,342 TL 127,80 
Chicago, Milwaukee & St. Paul Co., and the board finally | Peoria, Dec & E.. 587.37 eves? Ek ie 
agreed to comply with his request, as soon asa proper success-| §¢. L. & San F... 3,381. 3,069.873 I. 311,817 10.2 
or could be found. It is now stated that Mr. adsworth | St. P. & Duluth.. 1,049.382 917,139 1 1s2iz4s 144 
will retire very shortly. =. P., M. & Man. 4,955,194 4,963,.59 D. 7,8 0.2 
—Mr. W. W. Starr, who was recently appointed Superin- a ecard la ea a 8 eS: Pee. 
tendent of the Port ee & Augusta and the other South Atele T&S F 9.586 429 $9.652.949 D. $66,520 0.7 
Carolina lines controlled by the Central Railroad Co. of Net earnings... 4,308,819 4.285.589 I. 23,230 05 
Georgia, has been for some time Master of Train Service on| Canadian Pac.... 6,080,824 5,062,465 I. 1,018,359 20.1 
the Central road, where he made a record for himself as an| Net earnings. .. _ 2,031,869 1,932,518 L (99,351 5.1 
active and capable officer. Chi., Bur. & 16,602,275 16,410,105 I. 192,170 1.2 
eS Net earnings ... ,542 332 6,952, L 428 8.9 
—Mr. N. W. Howson, for 17 years past Master of Ma-| Dan. & Norwalk. 150,935 143,782 I. 7,153 4.9 
chinery of the Cumberland & Pennsylvania Railroad, has}|Grand Rap. &1.. 1,204,639 1,215,326 1 79,313 65 
resigned that office to accept the position of General Super- | , Net earnings. .-. £39,609 331,421 TF 108,188 32.7 
intendent of the Eames V. L. Rock & Ft 8. 370,634 1,388 I. 49,246 15.3 
intend ames Vacuum Brake Co. at Watertown, | 1 Rock Junc “ ‘ 
bent : : : : 3 unction. 33,691 26,677 I. 8,014 312 
N. Y. During the period in which Mr. Howson has had], Rk.,M.K.&T 214,880 85,269 I 29.611 16.0 
charge of the compauy’s shops. at Mt. Savage, Md., he has| Louis. N.O.&T. 960,445 781,239 I 179,206 299 
built there 53 new locomotives, some for the company’s own|_ Net earnings... 186, 51,862 1. 134,738 2592 
use and others for other railroads. a. & a Bein! rytty: 4 * ane 2.0 
“ 3 et earn -.. 3,3aV, 402, . 2,781 1 
—Mr. Wm. H. Frailey, Assistant Treasurer of the Penn- | Mexican Coaleeh.. 2,389,893 2,411,703 D. 21,810 ts 
sylvania Railroad Co , died on Sept. 17. He was a son of] Netearnings.... 733,721 038,204 D. 304,483 29.3 
Commodore James Madison Frailey, of the United States | Mich. & Obio..... 139, 110,816 I. (29,071 26.2 
Navy, and a graduate of the Naval Academy. In 1877 he|N.Y.& New E... 2,517,190 2,137,129 1. 380,061 17.8 
entered the service of the Pennsylvania Railroad Co. and the | Net Carmngt; 4 39 onvte ; to 2 
Empire Line, and after serving in various positions of honor |” Net earnings... 3,363,722 2976932 I 7 33 
and trust was appointed Assistant Treasurer in 1881. He] Ohio & Miss....-- 2444249 «=-.2.354.526 I. 89,723 3.8 
was regarded as a man of sound judgment and exceptional} Net earnings. .. 233 605, I, 73,1 121 
financial ability. St Jo. & Ga. I.. 733.828 698.851 74.872 11.3 
i et earnings... 320, 5 , 340. 128. 
—Mr. J. Edwin Conant, of the late firm of Conant & | Shenandoah Val.. 448,111 435,812 1. 2,299 ae 
a. raleont a New York, died Sept. 30, m..] sageing»...- fice eres t 42,715... 
aged 56, at Lowell, Mass. Mr. Conant entered busizess life | South Carolina... | 6/2 667,822 I. 4.498 0.7 
as a clerk to the Senate Committee on Post Offices and Post | Union Pacific .... 16,5571 12 15,774,488 I. 782.624 50 
Roads during — Pierce’s administration. He began con- yw vneeeH te ae i Nd A 
structing railroads just before the war, and since then, with pen mon 0 I Sh 
H. J. Kimball, of Atlanta, and others, be built several roads |C!: C...C.,& 1... $2.167.858  S1.Qneaee F Seer eee It 
in = sections of the South and West. With his part- inaeh-op dete +4 ie : eee 
ner, a ¥ 2 ~ . * . . . . 
mae, On, J. Candis Batt, Se ee eee 2 pen aie: © 1. “9348191 —-«-$287.994 1. $60,197 209 
’ ; at Elizabeth, N. J., was| “Net earnings 126,412 62,791 1 63,621 101.3 
twice married, his second wife and three children by the h shea i Veh ; ‘ g 
first wife surviving him. ans Bi a $1,341,951 $1,243,908 I $0 8 
~The Philadelphia Ledger of Oct. 4 says: “ Mr-Eaward| ,Netesrnings.. "706203 “615.387 I "70.708 11.1 
© Parker. a welt kn oon Ch SBS: Tr. Eoware | Boston & Lowell. 473,330 423,103 I 50,222 119 
, e own citizen, died yesterday morning in|" Net earnia 111.578 98.779 I 2799 12 
the Pennsylvania Hospital. He was taken suddenly ill at | Canadian _— 9227133 802,000 L 122133 iso 
Fifth and Library streets on Tuesday of last week and was| Net earnings. .. ‘032 372,532 I. 95500 25 
taken to the hospital, where he was said to be suffering from | Chi.. Bur. & Q... 2,748,175 2,224,303 I, 523,872 23.5 
leuriay. Although he had friends who wished to care for ot ee -- a art 4 ag 37.8 
im, he preferred to remain at the hospital. ; 2 Owes. 25,088 ° acoe i 76L 73 
a bachelor, aged about 64 years, fone ye of Philadel Grand Rap. & I.. —— 178.516 1. 22 92:4 4 
hia. Twelve or 15 years ago he was active in municipal re- sg oes. Ky Sor Sarit t ie aed OS 
orm movements. He was also well known as a stockholder | Lt. Reck Junction 4.319 3,516 I. "803 22.9 
of the Pennsylvania Railroad Co., and was an active oppo-| L. R.,;M.R. & T. 27,8 20'34¢ 7,480 36.9 
nent of the management of the road.” —. & mg -- 1,2 nerd a I. 120771 112 
‘ et earnings.... J5.* 400,783 1. 5 
—Major Frank 8. Bond has resigned his position as Presi- | L., N.O. & es. 118,404 79,638 c 138 708 485 
dent of the Cincinnati, New Orleans & Texas Pacific Co., to| Net earoings... 30,552 4,646 I. 25,906 557.6 
accept the office of Vice-President of the Chicago, Milwau- | Mexican Central 270,090 260,533 I. 9,555 3.7 
kee & St. Paul Co. Major Bond began his railroad service | Net earnings. 74.870 125.518 D. 50,648 40.2 
on the Cincinnati, Hami Mich. & Obio ... 19,335 18,845 I. 490 26 
, Hamilton & Dayton road some 30 years | y,, & Charles 119'375 95.824 I 3 
ago, and subsequently went to the Pennsylvania Railroad, Net cae. 46.i83 194. py} = 5 
where he held several positions of importance. He left that |N. New E.. 379.543 327.247 TL 52996 16.0 
road to go to the Texas & Pacific, serving as Vice-President | Net earnings... 157,489 153,730 L 3.759 24 
of that company when the late Thomas A. Scott was Presi- | Northern Pac.. .. 1,226,358 971,-89 I. 255,069 26.3 
dent. In 1883 he was chosen President of the Philadelphia | Net earnings... 658.952 806,708 I. 152,244 300 
& Reading Co., serving for a year. Early in 1885 he was Uhio & Miss.. .... 73, 354,312 L 43 787 13.1 
chosen President of the Cincinnati, New Orleans & Texas i “~~ ne: ae pred > Ly 
Pacific Co., succeeding Mr. John Scott. He 1s also Receiver Net earnings... 205.585 214460 D. ae ¢ 
of “a \ — & Meridian road. St. Jo. & Gd. 105,087 0,072 I. 15995 176 
—Mr. James L. Taylor, who has just left the Savannah, et. earnings... 1 4018 I. 19,106 63.7 
Florida & Western ee "to accept ‘the position of General ——— Val... payed er L. 10587 15.1 
Passenger Agent of the Richmond & Danville, first entered Guth fasalins. ¥ 76.525 72603 t 1283 172 
railroad service in 1867,and from that time. until July, | Union Pacific .... 2,587.731 2.320.621 I "110 115 
=. was connected with the Jacksonville, Vonsacols &| Netearnings... 1,091,114 1,020,938 I. 70,176 69 
e Railway in various capacities, In January, 1877, he Pe 
entered the service of the road he bas just lefts which was Ph as y a 500 D. $3,900 1 
then styled the Atlantic & Gulf Railroad, as Auditor of | Bur. R. & Pitts. 118,805 133,431 D. 14,626 109 
Earnings i : + R. 8,8 431 \ i 
ings. In April, 1877, he was appointed General Passen- | Cairo, V. & C..... 57,5)1 43965 L 13,546 30.8 
ger and Ticket Agent, which he retained until his resignation | Canadian Pacific 963,000 826.000 I. 137.000 16.6 
to accept the appointment as above. Mr. Taylor’s position Central Iowa.. .... 128,976 142,657 D. 13.681 9.6 
in connection with the terminal line leading to Florida bas | Chic. & Alton. 770,124 756-625 L 14,200 1.9 
given him unusual advantages for becoming familiar with Chic. & Atlantic... 174,029 121.479 T. 52,550 43.4 
the business of athe ; Chi. & East. fll.. 170,682 169,714 I. 968 0.6 
other roads, especially throughout the South. | Chi. Mil. & St. P. 2,555,000 73, L 281.728 124 
ie has made a reputation as an active and capable officer, | Clic. & N. W.... 2,687,200 2,652,200 I. 135,000 53 
with a wide and thorough acquaintance with the passenger |C.,St. P.,M.& 0. 618, "601.400 I 17,400 29 
a She E ohie weet woe ae 
nite a , ' : ‘ , . W. ‘ 52, . 5102 334 
. a: eS Snyder died at his home in Pottsville, | hen’ & R.G 563.296 L. 64,140 114 
Say pt. 25. he Pottsville Miners’ Journal says of Mr. | Det., Lan. & No 117,899 D 8.112 69 
nyder : “* He was born in Philadelphia June 10, 1805, and | illinois Central... 91281 1. 12,295 1.4 
Was conssquently in the 82d year of hisage. Heserved an} Iowa lines.. 157,330 I. 25,152 16.0 
apprenticeship in the machine works of Rush & Muhlenberg, Long Island.. 315,788 I. 14,467 4a 
hiladelphia. He came to Pottsville in the year 1835 and | Lou..N 0. & 90,126 I. 36.474 405 
stared into partnership with the late Benjamin Haywood, in —_. Boe 590 1,146,904 I. 120 10.5 
the machine business. This partnership, which was a very Mi, L's £W., 312.600 an £: -se0gee 1ins 
important Pr “ +L. 8. $e 312, 144,805 I. 167,795 115.9 
one, continued until 1850, when Mr. Snyder as-| Mil & Northern.. 991 209 LL. 13,692 20.7 
sumed charge _of the works, Mr. Haywood having re-| Norfolk & West.. "966 246.825 I. 5414l 19 
moved to California. In connection with their works | Northern Pacific.. 1.461.400 1,224,955 1. 26,445 193 
ia Danville, which they established shortly after their | Qvio& Miss... .. 984 368816 I. 38,168 10.3 
partnership, the firm of Haywood & Snyder constructed the | Peoria, Dec. & E- 89.654 78,654 I. 11. 13.8 
ane for the Montour Iron Co., the Phoenix Iron Co., wy a Seen Pye 4 ‘ oe 7 Fo | 1 
c,, Peter Cooper at Trenton, and for Bevan, Humphries & | st. P.M. & Man. — 823,397 woes | ehaee 1d 
72 of Allentown. They made the first set of rolls for the Wab., St.L & P.. 1,211,000 1,139,000 I. 72, 63 
fanufacture of T-rails in the United States, and constructed | —— ge ‘ 
dered spparatus for the sawing of hot oe, AR this work d sanreg 
vas er the personal supervision and direction of Mr. eekly earnings are usually estimated in part. are 
Snyder. In 1844 Mr. Snyder also interested himself in the | sub: to convection by later statement. rh same ante 
ining of coal and became quite an extensive operator. Mr, to early statements of monthly earnings. 
7 eyder continued to operate his machine works until the : 
robs were purchased by the Philadelphia & Reading Coal & Buffalo Grain Trafic. 
. 8 ; 


ew years ago.” 





Buffalo grain receipts by lake up to Sept. 30 were as fol- 


lows for four years past, flour in barrels and grain in bushels, 
flour being reduced to wheat in the totals : 
1886. 1885. 1884. 1883 
3,116,703 1,606,879 1.667.302 1,508,154 
53,427,169 37,214,208 37,606.439 48,657,649 
Total, bushels 69,010,684 45,248,603 45,942,944 56,198,419 
The total increase this year over last is 23,762,081 bushels, 
or 52 per cent. The most notable point is the great increase 
in flour receipts. 
For the same period shipments eastward of grain received 
by lake were as follows: 





1886. 1885. 1884. 1883. 
By canal.......... 34.541.743 23.973.460 26.556,318 32,345,675 
By rail ........... 14,883,619 8,794,993 7,707.372 10,434,594 


patie: bec, 49,431,362 42,780.269 
30.1 24.4 

The canal opened May 1 this year; May 11, last year; May 
7, in 1884, and May 7, in 1883, 


32,768.453 34,263,690 
26.8 22.5 


Southwestern Passenger Association. 

The meeting to form a pool on passenger traffic between Chi- 
cago and the Southwestern Missouri River points ended on 
Oct. 3, after a three days’ session, without finishing its busi- 
ness. The failure to complete the pool was due to demands 

de by some of the companies that the pool should be lim- 
ited to one year and that divisions should be based on three 
years’ business, to which the Wabash and other lines refused 
to agree. 
The meeting adjourned subject to the call of the Chairman. 
A committee was appointed to make temporary arrange- 
ments for maintaining rates, as the old agreements expired 
Oct. 1, by limitation. 

Cotton Rates. 

General Commissioner Powers, of the Southern Railway & 
Steamship Association, announces rates on cotton taking 





effect Oct. 1. Rates from and to leading points are as 
follows, in cents per hundred Ibs. : 
—-— —— -From—— — 
T pea ee ae 
°o ugusta. in. nta. gomery. 
Savannah and Charleston..... <7 40 45 ° 45 
Wilmingtom..... «2.20 sees. 27 40 45 45 
Richmond and West Poiat..... 40 53 56 56 
ROSTONE 000 cece vcccccccccevcess 40 53 6 56 
Baltimore.... .. .......:..... 5l 64 67 67 
Philadelphia and New York.. 57 70 75 75 
New England points... ....... 67 80 85 85 
These are substantially the same as the rates of last season. 
Coal. 


Coal tonnages for the week ending Sept. 25 are reported as 
follows : 


1886. 1855. Inc. or Dec. P.c. 
Avthracite........... ... 751.026 770,319 OD. 19,296 23 
Kastern bituminous..... 265,286 226,004 I. 39,282 17.4 
Gas csnncdbacd wcassees 64,719 42,166 L 22,553 53.7 


The anthracite trade 1s very active and prices are reported 
as well maintained. The shipping demand for eastern port 
is especially active just now. 

Bituminous trade is also very active, and shipments are 
o— by the supply, of cars. 

vernor Pattison, of Pennsylvania, has addressed a letter 
to the Attorney General of the state, calling his attention to 
the pool or combination of the anthracite coal companies as 
an agreement contrary to public police and in violation of 
the constitution and laws of the state. He suggests that legal 
action be taken against it. It is said that the Attorney 
General will file bills in equity against the companies, to re- 
strain them from continuing in the combination. 

Cumberland coal shipments for the nine months to Oct. 2 
are reported by the Cumberland Civilian as follow : 





1886. 1885. Decrease. P.c. 

Baltimore & Ohio....... 1,374.050 1,505,151 131,101 8.4 
Bedford Div., Pa. R.R. 192.597 313,013 120 416 38.5 
Ches. & Ohio Canal..... 189,310 261,509 72,199 27.5 
IEE i. nism cons. snntes 1,755,957 2,079,673 323,716 15.6 


Local deliveries are included in the Baltimore & Ohio ton- 
nage. As heretofore noted, the decrease this year is due to the 
long strike of the miners in the early part of the year. 

Actual tonnage passing over the Huntingdon & Broad Top 
road for the nine months to Oct. 2 was: 





1886. 1885. Inc.or Dec. P.c. 

Broad Top coal........ 283,856 115.671 I. 168,185 145.4 
Cumberiand coal.... .. 215,663 349,909 D. 134,246 38.4 
ON 490,519 465,580 I. 33,939 7.3 


The Broad Top coal is mined on the line ; ‘the Cumberland 
is carried through from Mt. Dallas to Huntingdon for the 
Pennsylvania Railroad. 

The coal tonnage of the Pennsylvania Railroad Division of 
the Pennsylvania Railroad for the nine months to Oct. 2 


was: 





1 ‘ 1885. Increase. P. c. 

Coal.............-. «--- 3,632,502 8,203,027 338,575 4.1 
RR ae ae 2.561.707 1,925,882 635,825 33.4 
re ee 11,194,209 10,219,809 974,400 9.6 


This includes all coal and coke passing over the road, 
whether mined on the line or received from other roads. 
The details of this tonnage this year were as follows : 


Line of road. From other lines. Total. 
Anthracite coal....... 1,317,2 2,319,033 3,636,271 
Bituminous coal.... . 4,0%2,331 963 900 4,996,231 
OOD... occ vccsceeces 2,528,874 32,833 2,561,707 
Total ...2 2 cos evcce 7,878,443 3,315,766 11,194,209 


Of the total tonnage anthracite coal thus formed 32.5 per 
cent., bituminous 44.6, and coke 22.9 per cent. Of the 
whole tonnage 69.5 per cent. originated on the line of the 
road. 

Lake Superior Iron Ore. 
Shipments of iron ore from the Lake Superior regions from 
the opening of navigation up to Sept. 29 are reported by the 
Marquette Mining Journal as follows, in tons : 





1886 1885. Inc.orDec. P.c. 

Marquette Dis., L’Anse...... -..--. 20,027 D. 20,027 100.0 

a “” Marquette..684,775 589.160 I. 95,615 163 

on “ St. lgoace.. 55.347 77.49% D. 22,147 288 

" “ Escanaba...473,704 428,373 L 45.2351 10.6 

Menominee Dis., Escanaba. .677,412 556.519 L 120,893 21.9 

Gogebie Dis., Ashland. .....-. . ‘08.193 I. 484,147 834.0 

Vermillion Dis., TwoHarbors 243,898 182.451 L 61,257 33.2 

Total ....cccccccssees ons 2,677,386 1,912,217 L 765,169 40.0 

The Marquette District shipped 1,213,826 tons in all, from 

the seve’ ports. The shipments from Escanaba were 
1,151,116 tons in all. 


Pig iron shipments included 6,005 tons from Marquette 
and 9,369 from St. Ignace, a total of 15,374 tons. 

The shipping rates on ore are now higher than for a long 

, were reported last week at $1.60 per 

uette and $2.60 from Ash- 

land, all to Lake Erie ports. . 


Western Traffic Association. 
A Chicago di 





tch of Oct. 6 says: ‘* The moting, of the 


managers of the various roads interested in the 


Traffic Association, which was to have been held at Commis- 
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sioner Faithorne’s office Friday for the purpose of perfecting 
the details of the new pooling agreement and to provide for 
the arbitration of such percentages as could not be fixed by 
agreement, has been postponed until Oct. 18. The alleged 
reason for the postponement is that some of the managers are 
out of town and consequently could not attend. The true 
reason, however, is said to be that, before taking any more 
steps toward the perfection of the Western freigh 1, it is 
desired to await the result of the meeting of Northwestern 
managers in this city next week to consider the plan for the 
formation of a Northwestern Traffic Association.” 


Chicago Shipments Eastward. 
The report of the Board of Trade for the week ending Oct. 2 
en the shipments by the seven pool lines and also the Kan- 
akee Line (Cincinnati, Indianapolis, St. Louis & Chicago) as 
follows, in tons, tonnage to local as well as through points 
being included : 


Mich. Lake Ft. C.. St. L. Nickel Kan- 
Cc. &G.T. Cen. Shore. Wayne. & P. B.&O. Plate. kakee. 
4.019 6,033 7,564 4,157 6,717 1,780 3,246 2,596 
111 16.7 21.0 115 18.6 4.9 7.2 


The second column gives the percentage carried by each 
line. The total was 36,122 tons, against 62,410 tons in the 
same week last year. 


Central Traffic Association. 


The Chicago meeting last week closed on Sept. 30. Argu- 
ments were presen to Arbitrator Wilson upon the general 
question of publishing in the joint rate sheets the differential 
rates which have been or may be granted to the various lines 
in the Association. The matter was taken under advisement 
by the Arbitrator. 

The meeting closed by the adoption of a resolution author- 
izing the Assistant Commissioner to redeem at full tariff all 
tickets issued by any line member of the Association for 
transportation between any points covered by the associa- 
tion contract, and also to redeem the tickets issued by foreign 
roads fer transportation between association points. 

A Chi dispatch of Oct. 6 says that the Ohio & Mississippi 
Co, bas given final notice of its withdrawal from this As- 
sociation. This action has been threatened before, but the 
company was persuaded to withold the notice. 


Lake and Canal Rates. 

The Buffalo Commercial Advertiser says : ‘‘ It is not strange 
that the owners of vessels and of canal-boats are feeling well 
satisfied with themselves and the rest of mankind this season. 
A good vessel is a very desirable piece of property to own 
just now, for vessels are making money fast. Lake freights 

ave ruled at remunerative rates all the season thus far, and 
bid fair to continue at paying figures to the end. The average 
rate on wheat and corn from Chicago to Buffalo, by lake, 
and the average on the same cereals to New York by canal, 
for September, was as follows in the years named : 






-——— Lake. ——, -——Canal. — 

Wheat. Corn. Wheat. Corn. 

Cents. Cents. Cents. Cents. 

4.5 2 6.0 5.5 

1.6 14 35 3.2 

‘ - 2&2 1.9 4.7 42 
1883. . 4.5 4.2 63 5.9 
1882 2.4 2.2 58 52 
SE co ceh nap cased anes -32 29 4.8 4.3 
MU vac kesccunscncasessacsseaas 44 3.9 5.9 5.3 
ME av badsntad Maecsacacas ones 5.3 4.8 81 7.4 
DE cawentrcwdsvin attecsceeese 4.4 4.1 8.0 7 
RE EO ee ee 4.0 v4 7.7 6.7 
DOG 55 iptalecacteeds -setdscss 2.6 2.2 62 5.6 
Es 5 cca RB saccyamnekens+wisias 2.4 2.2 7.0 6.5 


“The gratifying feature.of this season’s business is th 
stendidnoret the market. During September, for example, 
the rates on wheat at Chicago for Buffalo ranged nearly all 
the month between 4 and 444 cents. The same general state- 
ment regarding steadiness is also true of canal freights. The 
month opened with the rate on wheat to New York at 6 
cents; it closed at the same figure. The highest rate for 
September was 614 cents, and the lowest 5° cents. Up rates 
on coal werealso reasonably satisfactory, ranging from 70 
cents to $1 a ton.” 
Cotton. 

Cotton movement for the month ending Oct. 1 is reported by 
the Commercial and Financial Chronicle, as follows, in bales: 


Interior markets : 1886. 1885. Inc. or Dec. P.c. 
is kecic, wn cansarasns 255,927 265,386 D. 9,459 3.6 
SR a ESE, 223,572 210,814 I. 17,758 8.4 
UAE Dinos ccc, cs cans 72,654 71,882 ‘ T72 41 

Seaports ; 

Receipts..... ..... .. ...e.+.. 389,325 435,128 D. 45,803 10.5 
Macc caseshesicrbasoneas 155.231 120,843 I. 34.388 28.4 
OG, GOR, Bas i 330,033 323,671 I. 6,362 1.9 

The Chronicle says: ‘‘ Our tables show: 1. That the 


total receipts from the plantations since Sept. 1, 1886, are 
413,919 bales, in 1885 were 491,160 bales; in 1884 were 
457,928 bales. 

‘*2. That, although the receipts at the outports the past 
week were 156,465 bales, the actual movement from planta- 
tions was 170,385 bales, the balance going to increase the 
stocks at the interior towns. Last year the receipts from 
the plantations for the same week were 179,093 bales and for 
1884 they were 182,063 bales.” 


Traftic Notes. 


The total earnings on business in the Southwestern Rail- 
way Association in July were $680,948 ; in August, $838, - 
744 ; a total of $1,519,692 for tha two months. Of the total 
earnings for the two months $884,393 were on west-bound 
business and $635,299 on east-bound business. 

It is said that the Milwaukee & St. Paul is shipping freight 
to Kansas City by way of Council Bluffs and the Union 
Pacific. This is made possible by the completion of the 
Union Pacific’s Manhattan & Blue Valley Branch, which 
gives it a fairly direct line between Omaha and Kansas City. 

A report of the withdrawal of the Pennsylvania from the 
Trunk Line pool is contradicted by authority. 

There are reports of a combination of express com- 

ies to end the present war of rates and to crush, if possi- 
le, the new Erie Tawi, 
_ A reported purchase of the Inman Atlantic Steamship line 
in the interest of the Pennsylvania Railroad Co. is emphati- 
cally denied by the officers of that company. 

The Illinois Railroad Commission is taking testimony this 
week on complaints of discrimination by the railroads in the 
matter of rates on dressed beef. 

Commissioner Faithorn has made the following award of 
business in the Western range cattle pool : Chicago & North- 
western, 60 per cent.; Burlington, 16; Rock Island, 10%¢ ; 
Milwaukee & St. Paul, 101¢ ; Wabash, 3 per cent. 


Indianapolis Car Movement. 


The number of cars received and forwarded at Indianapolis 
bas been : 








F — Week ending. _— —— _ 

Sept. 4. gt 11. Sept. 18. Sept. 25. Oct. 2. 

1886—Total...... 21,103 - 21,113 21.198 22,391 22,488 
Loaded ... 16,390 17,123 18,546 18,648 18,701 
1885—Total...... 20,462 Mare. OA 21.240 23,996 
15,966 15,567 ...... 18,602 19,107 


The movement of freight continues heavy, and the only 
—s is the diffivulty of obtaining cars for local 
Cc, 





RAILROAD LAW. 
Right to Condemn Property of Another Railroad 

Company. 

The Pennsylvania Supreme Court on Oct. 4 gave its deci- 
sion in the case of the Junction Railroad Co. against the ATle- 
gheny Valley Co., appeal from the Court of Common Pleas. 
Of this decision the Pittsbur, h Chronicle-Telegraph says : 

‘* This is the famous fight between the Junction and the 
Allegheny Valley Railroad in regard to the trackage on the 
bank of the Allegheny River in Pittsburgh, which would 
have been worth $80,000 a year revenue to the Junction road. 
The Valley Co. claimed that the construction of a line for the 
Junction road down the river bank would ruin its yards, 
tracks, roundhouse and other property. The Junction; wished 
to extend a line from Negley’s Run to the foot of»Eleventh 
street. The Supreme Court says that the court below was 
right in deciding that the case was not a crossing ease which 
could come under the act of 1871. 

‘* While the franchises of a corporation are property, and 
may be taken under the power of eminent domain, yet when 
property has been already taken by another corporation for 
another use, it cannot be taken by another company except 
by express grant or by necessary implication. It was argued 
that the yard of the Allegheny Valley Co. was larger than it 
nowgeeded, or would ever need. The location of the Junc- 
tion Co. is merely one of economy and not the only one it can 
make. They can construct the road by another route. It is 
a mere question of money and engineering skill. It is not 
entitled to run through the plaintiff's yard and cripple its 
facilities for handling the business merely to save money.” 


Receivership—Rental of Leased Lines. 


The following is the text of the opinion of Judge Jackson 
of the Circuit Court of the United States for the Southern 
District of Ohio, Western Division, in the matter of the peti- 
tion of the Cincinnati, Sandusky & Cleveland Co., and the 
Columbus, Springfield & Cincinnati Co., in the suit of John 
Hurd vs. the Indiana, Bloomington & Western Co. : 

‘* The Court will not retain the leased roads without com- 
plying with the requirements of the lease. In respect to the 
due rents, the provisional order heretofore made is made 
upon the supposition that they should be paid by the Re- 
ceiver. This Court interrupted the payment by its action of 
taking possession of the property. The report of the Receiver 
showed that it had been regularly paid. very presumption 
is in favor of the fact that it would have been paid but for 
the action of this Court and there was enough to pay it, that 
payment being —- to the dye rents. 

** This Court will make this further order in respect to this 
property that the Receiver pay into the registry of this Court 
331¢ per cent. of the gross earnings, and will make this fur- 
ther order so that he may keep a separate account of the 
earnings of this property just as is required by the terms of 
that lease in its letter and in its spirit, and as between lessor 
and lessee; that he shall turn into the registry of this Court 
331, per cent. of the gross earnings, on the basis of the decree 
of the Supreme Court of Ohio, out of which the minimum 
and the quarterly payments will be now handed over to 
the lessor, the balance of the proceeds of the earn- 
ings of this road, with whatsoever else is necessary from the 
main line, he must appropriate to put this road in first-class 
condition, and strictly according to the term of that lease. 
This is a debt that this Court owes to the public in the 
management and direction of this property, and itis a debt 
that this Court owes to the lessors under the terms of that 
lease, and they have reserved the right at all times to apply 
to this Court and have the property restored when thatis not 
done. This Court will not hold that property and allow it to 
be used to the disparagement of that property and to the 
injury of the lessor, to the injury and risk of the public, in 
order to benefit these outside parties. The Receiver had just 
as well understand that he is not to be partisan in this 
transaction ; he is the officer of the Court, he is the 
agent of nobody, he is the representative of all the interests, 
and if he takes sides he may be in danger of a removal. -If I 
have understood the cause correctly, this meets the questions 
under consideration. Whatsoever is over the rental and 
quarterly payment, I mean the gross earnings, will be 
reserved for the future adjudication of the Court, as counsel 
have specially requested that briefs may be filed by the 
Central Trust Co. Out of the one-third of the earnings 
which the Receiver must pay into this Court you take your 
rental of $25,000, and whatsoever may be due you on the 
quarterly statement, whatever of the 331¢ per cent. there 
may be in excess of that will be the subject of further adjudi- 
cation between you and the parties in Court.” 








OLD AND NEW ROADS, 


Arizona Central.—Work is progressing steadily on this 
road, and the track is now reported laid for 20 miles from 
Chino, Ari., the junction with the Atlantic & Pacific road. 


Atchison, Topeka & Santa Fe.—The statement for 
August and the eight months to Aug. 31 is as follows: 

















-——— August. — -—Eight months.—— 

1886. 1885. 1886. 1885. 
Miles worked.. ... 2,418 2,393 2,416 2.377 
Earnings,......... $1,341.951 $1,243,908 $9,586.429 $9.652,949 
Expenses... ..... 635.658 608,321 5,277,610 5,367,360 








Net earpings.... $706,293 $635,587 $4,308,819 $4,285,589 


For the eight months the gross earnings decreased $66,250, 
or 0.7 per cent., and the expenses $89,750, or 1.7 per cent., 
the result being a gain of $23,220, or 0.5 per cent., in net 
earnings. . 

The Great Bend extension has been completed and opened 
for business from Great Bend, Kan., on the main line west 
to Rush Centre, a distance of 32 miles. The new terminus 
is 9 miles beyond the point last noted. 


Baltimore & Eastern Shore.—A meeting was held in 
Baltimore this week tec make arrangements for building this 
road, and for securing a guarantee of its bonds by the city, if 
possible. Chief Engiueer Eichelberger has completed the 
preliminary surveys of the line from Broad Cove, Md., on 
the Eastern Shore of Chesapeake Bay, to Salisbury. The 
estimated cost of building and equipping the road, including 
a transfer steamer, is $727,000. The new road will be 54 
miles long from Salisbury to Broad Cove. At Salisbury it will 
connect with the Wicomico & Pocomoke Railroad, which 
runs thence to Ocean City, 30 miles, and at Broad Cove cars 
~vill be transferred to connect with the Baltimore & Annapo- 
lis Short-Line Railroad. The continuous road, therefore, 
from Ocean City to Baltimore, taking in Salisbury, Easton, 
Preston, St. Michael’s and a number of other towns in a fer- 
tile region, will be 110 miles. 


Baltimore & Harrisburg.—The stockholders of the 
Baltimore & Hanover Railroad Company, at Hampstead, 
Md., Oct. 2, unanimously voted to ratify the terms of the 
consolidation of their company with the Hanover, Hanover 
Junction & Gettysburg, and the Bachman Valley companies, 
under the name of the Baltimore & Harrisburg Railroad Co. 
The stockholders are to receive equal shares of the stock of 
the new corporation, Itis in negotiation for the Western 


Maryland to operate the consolidated roads, and to guarantee 
5 per cent. dividends on their stock. 


Baltimore & Ohio.—This company has opened its new 
freight line from New York. Freight is received at the 
company’s new pier, No. 27, East River, between the bridge 
and Fulton Ferry, and is carried thence on floats around the 
city to the piers of the Central Railroad of New Jersey. 


Boston & Lowel!l.—The Boston Herald publishes the 
following statement of this company for the month of Au- 
gust : 





1886. 1885. Inerease. P.c. 

RE $473 330 $423,108 $50,222 11.9 
MII vk pons ssinc yen 361,752 324,329 37,423 11.2 
Net earnings .. <...... $171,578 $98,779 $12,799 12.9 


The Herald also says that the company has made arrange- 
ments for the opening of a through line to Boston in connec- 
tion with the Canadian Pacific road. 


Burlington, Cedar Rapids & Northern.—On 
the Sioux Falls Extension track is now laid for 26 miles 
from the junction with the Iowa Falls Division at Ellsworth, 
and 16 miles beyond the point last noted. 


Burlington, Salina, Hutchinson & Southern.— 
This company has been incorporated in Kansas to build a 
road from the north line of the state in a southerly direction 
through the counties of Nemaha, Marshall, Washington, Re- 
public, Cloud, Clay, Ottawa and Salina, to the city of Salina, 
and southerly through the counties of Salina, McPherson, 
Rice and Reno, to Hutchinson, and thence through the 
counties of Reno, Kingman, Pratt, Comanche, Barbour and 
Harper to the south line of the state. Estimated length of 
road, 300 miles, 

Cairo, Vincennes & Chicago.—This line continues to 
report a large increase in business. In September the gross 
earnings showed a gain of 31 per cent., notwithstanding sus- 
pension of through traffic for 9 days in consequence of fire in 
the tunnel. 

Canadian Pacific.—This company’s statement of 
earnings and expenses for August and the eight months to 
Aug. 31 is as follows: 





August. Eight months. 

Gross earnings . ..... .........-. .. $922,133 ‘ $6,080,824 
Working expenmses.... ... ... ...... 542,101 3,948,955 
DU MD isaiiccicctaaese:ismoe $380,082 $2,131,869 


‘* The gain in net profits over the same period last year is 

for August $7,500; and from Jan. 1 to Aug. 31, it is 
$199,351. 
“The gross earnings for August include $61,591 for the 
carriage of construction material, as against $81,000 during 
the same month last year, but as it was carried at absolute 
cost, the net result. is not affected.” 


Central Pacific.—A San Francisco dispatch of Oct. 6 
says: ‘* This company is pushing the Oregon Branch, and 
have ié definitely located as far as Klamath River. They are 
surveying up the Klamath River into the Klamath ke 
country, as they are anxious to reach the extensive.and fer- 
tile region of Eastern Oregon. The engineers’ reports of the 
feasibility and practicability of the route are very encourag- 
ing, and it is claimed that the proposed route, penetrating 
Eastern Oregon by way of the Klamath River and lakes, will 
be constructed at an early date.” 


Chicago, Burlington & Quincy.—The statement 

for August and the eight months to Aug. 31 is as follows; 

-——August.—-— -—-—Eight months.—-. 
885 856 885 


1886. 85. 18586. 5. 
arnings...... .. $2,748,175 $2,224,308 $16,602,275 $16,410,105 
TWxpenses.... .... 1,218,930 1,122,022 9,059,943 9,457,201 











Net earnings... $1,529,245 $1,102,281 $7,542,332 $6,952,904 
For the eight months the gross earnings increased $192,170, 
or 1.2 per cent., and the expenses decreased $397,258, or 4.2 
per cent., the result being a gain of $589,428, or 8.9 per 
cent., in net earnings. 


Chicago, Madison & Northern.—Chief Engineer 
Randolph, of this road, last week stated that about 76 miles 
of the survey for this road between Freeport and Chicago 
had been located east of Freeport, and the remainder of this 
line east of the Fox River to Chicago would be located soon. 
Also invitations for contracts on the portion located are to be 
issued at once, so that they may be opened by Oct. 14. The 
line as run will be about 108!¢ miles in length. Engineer 
Randolph said that probably all of the light grading between 
Freeport and Chicago would be finished this Fall before 
freezing weather setsin. A large part of this grading on 
this company’s line north of Freeport to Monroe is already 
completed, and it is expected that trains will be running to 
this latter place by New Year’s. Contracts for the grading 
north of Monroe to Madison will soon be let. Mr. Randolph 
said he‘presumed it would be September, 1887, when the 
road all the way from Madison to Chicago would be fully 
completed and ready for business. 


Chicago, Milwaukee & St. Paul.—On the new line 
from Astor, Ia.,.on the Council Bluffs line; to Sioux City, 
work is now well advanced. Tracklaying was recently be- 
gun at Sioux City, and the rails are reported down for 12 
miles. 

The extension from Scotland, Dak., to Mitchell, 48 miles, 
was.opened for traffic Oct. 4. It is part of the Sioux City & 
Dakota Division, and makes a line 138 miles long, from Sioux 
City to Mitchell. The new stations, with the distances from 
Scotland, are: Tripp, 14; Parkston, 26; Ethan, 36; Mitchell, 
48 miles. 

The extension from Glencoe, Minn., to Hutchinson is now 
open for business. It is 14 miles long, will be known as the 
Hotchiaeon Line, and will be part of the Hastings & Dakota 
Division. 

A branch from Tripp, Dak., on the Scotland-Mitchell line, 
west to Armour is nearly finished, and will probably be 
opened about Oct. 11. 


Cleveland, Columbus, Cincinnati & Indianap- 
olis.—The statement for July and the seven months to July 
81, is as follows : 


—-—July.- — = ——-Eight months.-——\ 
1886. 1885. 1886. 1885. 

Earnings ...... ... $348,13L $287,934 $2,167.358 $1.930.902 
Expenses...... .... 221.719 225,142 1,463 986 1,544,455 
Net earnings......$126412 $62,792 $703,372 $386.447 
Interest, etc.... ... 68,727 71,678 482.842 464,042 
Surplus.....6 ...5 $57.685 *$8.886 $220,530 *$77,595 

* Deficit. 
Expenditures for additions to property this year were 


$16,439 for July and $120,980 for the year, leaving a net 
surplus of $41,246 for July and $99,550 for the eight months. 


Cleveland & Marietta.—This company gives notice 
that ‘* holders of certificates issued by the Receiver of the 
Cleveland & Marietta Railroad Co. are requested to present 
them for payment to the Metropolitan Trust Co. of New 
York. Interest ceases from Oct. 5. The assessment for ex- 

mses of foreclosure under the bondholders’ agreement of 

an, 15, 1886, will be refunded upon application to the 
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above Trust Co., and presentation of original receipts given 
for the bonds and assessment.” 


Council Grove, Osage City & Ottawa.—On this line 
track has been laid from Ottawa, Kan., west to Osage City, 
30 miles, and it is to be completed to Council Grove by Janu- 
ary next. The road is controlled by the Missouri Pacific. 


Columbus Belt.—This company has been organized in 
Columbus, O., to build a belt or connecting road around that 


citv. 


Delaware & Hudsoz Canal Co.—This company has 
issued a circular pursuant to the action at the annual meet- 
ing of stockholders, held May 8, 1883, authorizing the in- 
crease of its capital stock from time to time for the purpose 
of retiring certain specified bonds as the same should me 
due. The circular says : 

** Under the authority thus conferred—and for the purpose 
of retiring bonds of the Union Coal Co., guaranteed by this 
company, falling due Jan. 1, 1887, amounting to $1,000,- 
000, and which bonds were included in the order above al- 
luded to—the board of managers hereby offer, at par, to the 
stockholders of record at the closing of the books on Sept. 
30, 10,000 shares of the capital stock of this company, each 
shareholder being entitled to subscribe for one new share of 
new stock for 23}¢ shares then held. Subscriptions will be 
received by the treasurer of the company at its office in this 
city from Oct. 1 to Oct. 12. Payments will be required as 
—- on new shares : 25 per cent. on Oct. 15; 75 per cent. 
on Dec. 14. 


Des Moines & Fort Dodge.—A special meeting of the 
stockholders is called at Des Moines, Ia., Oct. 11, ‘for the 
purpose of confirming the election of directors and other 
matters done at previous meetings of the stockholders held 
in the city of New York, and for other business.” 

East & West, of Alabama.—lIt is reported that a con- 
trolling interest in this road has been sold to the East Ten- 
nessee, Virginia & Georgia Co., and that the line will be 
changed from 3 ft. to standard gauge. The road is in opera- 


tion from Cartersville, Ga., west to Broken Arrow, Ala., 110] 5 


miles, and an extension to Birmingham, Ala., isin progress 

Fort Worth & Denver City.—Grading is now well 
advanced on the extension of this road from its present ter- 
minus at Harrold, Tex., northwest to Quanah, 44 miles. 
Tracklaying is in progress and the rails are reported down 
for 9 miles. 


Georgia Pacific.—Work is progressing well on the un- 
finished section of this road between Coalburg, Ala., and 
Day’s Gap. The grading is nearly all completed and most 
of the bridges are ready. Tracklaying has been begun at 
both ends, and the rails are laid for 5 miles from Coalburg. 

A report that contracts had been let for an extension from 
Columbus, Miss., west is contradicted. The line of that ex- 
tension has not yet been finally located. 


Grand Rapids & Indiana.—The gross and net earn- 
ings for August and eight months, were as follows: 


——~-August.———.  -—Eight months.-— 
86. 88E 








1886. 1885. a 1885. 
Earnings... <...00- $201,439 $178.516 $1,294,639 $1,215,326 
Expenses.......... 123,189 111,858 855,030 883,905 
Net earnings..... $78,250 $F6.658 $439,609 $331,421 


For the eight months the gross earnings increased $79,313, 
or 6.4 per cent., and the expenses decreased $28,875, or 3.2 
per cent., the result being a gain of $108,188, or 32.7 per 
cent., in net earnings. 


Interstate Belt.—This company has been incorporated 
in Kansas to build a railroad from Kansas, City, Kan., and 
running up the Missouri River to a point known as the old 
town of Quindaro, thence in a southerly direction to a point 
in the Kansas River Valley, thence down the river to a point 
near its mouth; also, a branch line, leaving the main line near 
Quindaro and running ina southeasterly directiov through 
Kansas City., Kan., toa point at or near the line between 
Kansas and Missouri. Estimated length of road, 20 miles. 


Little Rock, Mississippi River & Texas.—A com- 
pany has been organized to build a loop line from this road at 
Jarner, Ark., east to the Mississippi and thence south to 
Arkansas City, the terminus of the present line. The dis- 
tance is 46 miles. 


Los Angeles & San Gabriel Valley.—This road has 
the grading now completed to the San Gabriel River, 8 miles 
eastward from the late terminus at Santa Anita and 23% 
miles from Los Angeles, Cal. Track is laid to Monrovia, 4 
miles beyond Santa Anita, and work is progressing. 


Louisville, Cincinnati & Dayton.—It is said that 
work will soon be begun on this projected line. It is to run 
from a point opposite Louisville, Ky., along the north side of 
the Ohio to Aurora, Ind., and thence to Hamilton and Mid- 
dleton, O. It will be about 150 miles long. 


Louisville, Evansville & St. Louis.—In the United 
States Circuit Court in Louisville, Ky., Oct. 5, an order was 
entered directing the transfer of this road to the bondholders 
who bought it at the foreclosure sale. The Receiver was 
directed to pay off from the purchase money all debts in- 
curred by him in operating the road. 


Louisville & Nashville.—The statement for August 
and the two months of the fiscal year from July 1 to Aug. 
31 is as follows : 





- August.——-—. ——-Two months.——, 

1886. 5. 1886. 1 \. 
Earnings... ..... $1,200.67 $1,078,796 $2,490,341 $2,136,128 
Expeuses .... .. 695,227 678,013 1,408,548 1,373,901 





Total earnings.. $505,340 $400,783 $1,051,793 $762,227 

For the two months the gross earnings increased $324,213, 
or 15.2 per cent., and the expenses $34,647, or 2.5 per cent., 
leaving a gain in net earnings of $289,566, or 38.0 per cent. 
Expenditures for construction this year were $39,558 for the 
month and $60,429 since July 1, leaving net balances of 
$4€5,782 for August and $991,364 for the two months. 


Louisville, New Albany & Chicago.—Grading is 
now nearly completed on the branch from Orleans, Ind., 
southward to Blue Lick Springs. Track has been laid from 
Orleans to Paoli, 10 miles, and the remaining 11 miles will 
probably be completed this month. 


Louisville & St. Louis.—This company has filed arti- 
cles of incorporation to build a railroad from Mt. Vernon, 
Ill., to East St. Louis, a distance of about 80 miles. It is 
yoo my to be an extension of the Louisville, Evansville & St. 

ouis road. 


Memphis & Charleston.—The gross and net earnings 
for August, and for two months of the fiscal year, have been 
as follows : - 

——August.——_—. ——Two months.—. 
1885. 886 1885 


| with all my ene’ 


the result being a gain of $19,753, or 42.0 per cent. in net 
earnings. 


Mexican Central.—The statement for August and the 
eight months to Aug. 31 is as follows : 
-—— August. ———, — ae meats --—s 


886. 1885. 885. 
Earnings....... $270,090 $260,535 $2,389,895 $2,411,703 
Expenses.. ... 195,222 135,016 1,656,174 1,373,499 





Net earnings.. $74,868 $125519 | $733,721 $1,038,204 

The increase in expenses is due to increased renewals. The 
earnings given above are in Mexican currency ; reduced to 
United States money, the net earnings for the eight months 
this year have been about $550,000. 


Missouri Pacific.—The gauge of this company’s East 
Line & Red River Branch was changed from 3 ft. to stand- 
ard on Sept. 26. The road changed was from McKinney, 
Tex., to Greenville, 32 miles. 


Mobile & Girard.—The lease of this road to the Central 
Railroad & Banking Co., of Georgia, has been formaily exe- 
cuted. The lease is for 99 years, and dates from June 1, 
1886, from which time the stockholders will begin to draw 
their dividend of 1}¢ per cent., guaranteed by the Central. 
The Central holds certain stock in trust, which will be trans- 
ferred to the proper parties, and all those holding preferred 
stock will receive two shares for one in common stock. 


Mobile & Ohio.—This company last week changed the 
gauge of 90 miles of its leased St. Louis & Cairo line from 
3 ft. to standard gauge. The section changed was the north 
end, from East St. Louis to Murphysboro. Theremaining 66 
miles, from Murphysboro to Cairo, will be changed by Nov. 
+ = through trains will be put on between St. Louis and 

obile. 


New York Central & Hudson River.—The state- 
ment for the quarter ending Sept. 30 is as follows, this year’s 
figures being partly estimated : 








1886. 1885. Increase. P.c. 

Farnings ...........+-- $8,708,000 $6,053,415 $2,654,585 43.8 

SID, sn @+ s0cnnced 5,241, 4,500, 740,793 16.5 

Net earnings. ...... $3,467,000 $1,553,208 $1,913,792" 123.2 

First charges.......... 1,926,000 ° 1.463.726 462.274 31.6 
$1,541,000 $89,482 $1,451,518. 

Dividends |. .......... 894,000 447,141  '446,859 1000 





Surplus or deficit... 8.$647,000 D.$357,659 $1,004,659 .... 

The profit for the —_ was 1.73 per cent. on the stock 
this year, against 0.10 per cent. last year; the dividend was 
1 per cent. this year and 014 per cent. last year. Expenses 
were 60.18 per cent. of gross earnings, against 74.34 per 
cent. last year. A statement for the fiscal year will be found 
elsewhere. 

New York & New England.—The statement for 
August and the eleven months of the fiscal year from Oct. 1 





to Aug. 31 is as follows: 
-———-August-——_—_. ——Eleven months——. 
Earvi $379.543 $327 247 $3477. 014 $2.037.353 
BOOTS 0 ccc cccccess \y 327 ,2 3,477. 2,937 ,° 
PPOEGD 220 ccccccccce 222,054 173,517 2,238,199 2,010,435 
Net earnings ....... $157,489 $153,730 $1,239,715 $926,898 


For the eleven months the gross earnings increased $540,- 
581, or 18.4 per cent., and the expenses $227,764, or 11.7 
per cent., the result being a gain of $312,817, or 33.8 per 
cent., in net earnings. 

The excitement in the stock continues, and all sorts of 
rumors are current, both ae a and improbable. The 
Boston & Albany, the New York, New Haven & Hartford 
and the Manhattan Elevated companies have been promin- 
ently connected by rumor with the buying, although the 
officers of all those companies have denied the reports. The 
reported results ran 1 the way from a consolidation, in- 
cluding the Boston & Albany, the New Haven and the New 
York & New England, down to the prospective squeezing of 
somebody in a stock market *‘ corner.” 

A New Haven dispatch of Oct. 6 reports President Wat- 
rous of the New York, New Haven & ord Co, as saying 
that it was true that gentlemen gerne pe the Boston 
Albany and the New York & New England were to meet one 
or two directors of the New Haven Co., including him, to 
discuss some Pn age they had informed him they intended 
to make. ‘‘ What that proposal will be, I am = of,” 
said Mr. Watrous. ‘‘One thing is certain, I shall oppose, 

rey, the ——— of any proposal that will 
advance New York & New land stock toa point where 
it will pay 4 per cent. and sell above par. There is no ques- 
tion but that the stockholders of the road I represent would 
be losers if such an a were effected. Of course, if 
the Boston & Albany and the New York & New England 
make a proposal that will be of mutual advautage, I should 
be in favor of consolidation, provided legislative approval 
could be obtained.” 


Northern Pacific.—The statement for August and the 
two months of the fiscal year from July 1 to Aug. 31 is as 
follows : 

-——-August.-———. -—-Two months.-——, 
5. 1886. 1885 





1886. 1885. 
Earnings............ $1,226,358 $971,289 $2,326,384 $1,971,300 
Expenses......... . 667,406 464,581 1,132,906 915,148 
Net earnings ..... $658,952 $506,708 $1,193,478 $1,056,152 
For the two months the earnings increased $355,084, 


or 18.0 per cent., and the expenses $217,758, or 23.8 per 
cent., the result being a gain of $137,326, or 13 per cent., in 
net earnings. 

The loot sales included for the two months 41,744 acres 
and a number of town lots. The total amount of these sales 
was $123,330. 

Ohio & Mississippi.—The statement for August and 
the eight months to Aug. 31 is as follows : 

-——-August.——. -——-Eight months.——— 


886. 1885. 1886. 1885. 
78,089 $334,312 $2,444,249 $2,354.526 








Earnings........ 
Expenses....... 234,787 198,585 1,766,016 1,749,460 
Net earn..... $143,312 $135,727 $678,233 $605,066 


For the eight months the gross earnings increased $89,723, 
or 3.8 per cent., and the expenses $16,556, or 0.9 per cent., 
the result being a gain of $73,167, or 12.1 per cent., in net 
earnings. 

Ohio River.—It is said that negotiations are in progress 
for an agreement under which the Pennsylvania Co. will 
have the use of this road when completed, and will exchan 
traffic with it. The road now extends from Wheeling, 


— | foreclosure and sale was hi 


earnings increased $32,628, or 3.8 per cent., but the expenses 
increased $66,659, or 15.3 per cent., the result being a de- 
crease of $34,031, or 8.2 per cent., in net earnings. 


Owensboro & Nashville.—Track is reported laid on a 
short branch from this road to the Mud River coal mines in 
ee County, Ky. This branch is about 3 miles 
ong. 


Parsons & Pacific.— Work is progressing on this line, 
and the track is now reported laid from Parsons, Kan., on 
the Missouri, Kansas Texas road, southwest to Mound 
City, a distance of 14 miles. Tracklaying is iv progress, and 
the grading is well advanced toward Coffeyville. 


Pennsylvania.—A dispatch from London, England, 
Oct. 5, says: “Ata meeting of English holders of = 
vania securities to-day a resolution was adopted de- 
claring that the time had come to distribute among the share- 
holders a portion of the company’s reserve funds, and declur- 
ing also that the directors of the company ought to agree 
upon some definite principle of division of the future earn- 
ings of the road.” 


Philadelphia & Reading.—The suit of William M. 
Robinson against this company for foreclosure under the 
— mortgage, was taken rs for argument before Justice 

radley in Philadelphia, Oct. 5, in the United States Circuit 
Court. After hearing the argument of Richard C. Dale, for 
the — ome and Thomas Hart, Jr., for the defense, 
Justice Bradley delivered the opinion of the Court. He over- 
ruled Mr. Gowen’s plea as to the invalidity of the request as 
made by the holders of one-tenth in amount of the general 
mortgage bonds, and held that the complaint was entitled to 
a decree. A reference will be made to a Master to ascertain 
the entirc amount of the company’s bonds now outstanding, 
_ counsel will prepare a decree to be submitted to the 

ourt. 


Portland & Willamette Valley.—Track has now 
been laid from Elk Rock, 6 miles from Portland, Ore., south- 
ward 14 miles to Chehalem Gap. Grading is completed and 
all the bridges on the line between Elk Rock and Dundee 
Junction are finished. The road is being extended from Elk 
Rock into Portland, where it will connect with the other lines 
entering the city. The road is an extension of the Orego- 
nian Railway. 


Shenango & Allegheny.—Argument on a decree of 
in the United States Circuit 
Court in Pittsburgh, Sept. 30. At the conclusion of the 
argument it was decided that the counsel for all parties 
should confer and mutually agree upon an amended form of 
the decree, all disputed points to be settled by the Court. 


Shenandoah Valley.—The statement for August and 
the eight months to Aug. 31 is as follows : 


-——-August.-—— Eight months.— 
1886. 1885. 1886, 1885. 
Earnings............. $80,367 $69.820 $448,111 $435,812 
Expenses ...........- 55,010 56,663 406.796 437,212 
Net earnings...... $25,357 $13,157 $41,315 —-*§1,400 





* Deficit. 


For the eight months the gross earnings increased $12,299, 
or 2.8 per cent., and the expenses decreased $30,416, the re- 
sult being a gain of $42,715 in net earnings. 
Sonora.—The statement of this Mexican road for July 
and the seven months to July 31 is as follows: 
——July.—-— —Seven months—, 
1885 1886. 1885 











* . * 
ES. tcannseinstncees $18,710 $26,014 $161.209 $175,524 
| BR ere yer 21,139 18,933 135,771 136,863 
Net earnings.... ..... *$2, $7 081 $25,438 $38,661 
*Deficit. 


The road is controlled by the Atchison, Topeka & Santa 
Fe Co. The earnings given above are in Mexican cur- 
rency. 


Southern Pacific.—On the extension of the Northern 
Division track is now laid to the old Mission San Miguel, 65 
miles south by east from the old terminus at Soledad, Cal., 
and 20 miles beyond the last point noted. The most difficult 
—s this extension is now finished, and work will proceed 
rapidly. 

n the southern end of the new coast line a large force is 
now employed on the grading between the main line at New 
Hall, Cal., and Ventura, 


Strikes.—The freight brakemen of the Pine Creek Rail- 
road in Pennsylvania are on strike, because of an order 
which requires them to remain on the outside of cars while 
on duty. Owing to the interference of the men all efforts to 
get out trains were abandoned Saturday, and only two 
trains were moved on Monday. 

A Cleveland, O., dispatch of Oct. 6 says: ‘‘ The freight 
brakemen of the Mahoning Division, New York, Pennsyl- 
vania S o- a oe ago — 74.) increase of 
wages from $1.75 to perday. They to wait an 
answer until to-day in order to hear from the ement of 
the Erie, which leases the road. Word was received from New 
York this morning refusing the demand and rejecting arbi- 
tration. The officers called a meeting of the brakemen, who 
refused to attend in a body, but sent a committee. Superin- 
tendent O’Brien submitted a proposition to pay as much as is 

id on any line between Cleveland and Pittsburgh and make 

ours and conditions equally favorable. This proposition the 
committee reported to the brakemen, who declined it and 
struck at noon. They hope for support from the brakemen 
of other divisions, and expect if their demands are not com- 
plied with to involve the entire Erie system in a general 
strike. Col. Shaler says for the present the road will run no 
freight trains on the Mahoning Division, but he thinks the 
difficulty will soon be adjusted. 


Texas & Pacific.—The time for depositing the income 
and land-grant bonds and the stock of the Texas & Pacific 
Co. under the Fleming-Wistar modified plan of reorganiza- 
tion expired Sept. 20. The committee state that they have 
practically the entire amount of the issue of all classes of 
bonds except the income and landj nts, of which about 
$1,500,000 have been received, a now control nearly 
the total amount of all classes of securities except 
the income and land-grant bounds. The issue of these 
outstanding is about $8,000,000. Of this amouut the 
income and land bonds 4 yo, committee has re- 
ceived bonds amounting to $4,700,000, and claim that they 
have enough more promised to bring the amount above 


Va., to Parkersburg, 90 miles, and an extension from Park- | $5,000,000. 


ersburg to Point Pleasant, 80 miles, is nearly completed. 


Oregon Railway & Navigation Co.—The statement 
for August and the two months of the fiscal year from July 1 
to Aug. 31 is as follows: 








1886. 1886. : ——August.——. ——Two months -— 
| re $119375 $95,824 $214,838 $179,640 1886. 1885. 1886. ‘ 
Expenses ....... ... 73,192 63,880 148,065 132,620 | Earnings.. ..... ..-- $460.081 $443.458  $881962  %849,334 

Expenses . ........ 254,496 225,998 502,669 436,010 
Net earnings...... $46,183 $31,944 $66,773 $47,020 
For the two months the gross ings increased $35,198,| Net earnings....... $205,585 $217,460 $379,293 $413,324 


earnings 
or 19.6 per cent., and the expenses $15,445, or 11.6 per cent., 





Expenses include taxes. For the two months the gross 





A Philadelphia dispatch of Oct. 6 says: ‘“‘It is stated offi- 
cially here to-day that the following securities have been de- 
posited under the Texas & Pacific ization plan: Con- 
sols, $9,197,000; Rio Grande Division, $12,292,000; New 
Orleans Pacific, $6,289,000; terminals, $2,774; land grants, 
$1,716,000; stock, 298,774 shares; scrip, $164,230; New 
Orleans Pacific coupons, $6,600; Rio Grande coupons, $45,- 
690; consolidated coupons, $11,040; terminal coupons, $60. 
The Committee, it is announced, = Su0 ne no — > 
posits of bonds except on payment 0! per bond, no 
more stock except on payment of $2 per share, 
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Union Pacific.—The statement for August and the 
eight months to Aug. 81 is as follows : 
-—— August. oo -——Eight months.——— 
836. 1886. 1885. 


1 
-$2,587.731 $2: 320, 621 $16,557,112 $15,774,488 
1,496,617 1,299,683 11,341, "301 10,481,534 


Net earnings. $1,C91,114 $1,020,938 "$5,215 811 811 $5,292,954 
For the eight months the gross earnings increased $782,624, 
or 5.0 per cent., and the caponeen $859,767, or 8.2 per cent., 
the result being a decrease of $77,943, or 1.5 per cent., 
net earnings. Taxes are included in expenses ; the. prone 
ed this year to $84,065 for August and $667, 0 for the 
eight months. 

he Grand Island & North Loup Branch is now completed 
and opened for business to Ord, Neb. 12 miles northward 
from the late terminus at North Loup and 61 miles from 
Grand Island. 

It is reported that this company is having surveys made 
for several branch lines in Montana, to serve as feeders for 
the Utah & Northern line. 

Wichita & West’ Line.—This com , mend has been incor- 
porated in Kansas to build a railroad from Wichita, Kan., 
to the west line of the state in Morton County, to pass 
through Sedgwick, Kingman, Harper, Barber, Comanche, 
Clarke, Meade, Seward, Stetson and Morton counties. The 
estimated length is 300 ‘miles 

Wilmington & Weldon.—The Wilson cut-off is now 
completed from the main line at Wilson, N. C., southwest to 
the old town of Fayetteville on the Cape Fear River, a dis- 
tance of 74 miles, and a regular train was put on the line 
Oct. 1. Work is tobe continued from Fayetteville south- 
west to Florence, S. C., a distance of about 80 miles. The 
new line will shorten the distance between Weldon and Flor- 
ence by about 60 miles, and also opens up a comparatively 
new country, most of which has been heretofore a considera- 
ble distance from a railroad. 

The stations on the new line, with the distances from Wil- 
son, are: Contentnea, 2 ; Kenley, 15 ; Jerome, 21 ; Selma, 
25 ; Smithfield, 29 ; Four Oaks, 36 ; ” Benson’ s, 44’; Luck- 
now, 50; Godwin, 58; Wade, 62 ; Fayetteville, 74 miles. 


ANNUAL REPORTS 


The following: is an index to the annual reports of railroad 
companies which have been reviewed in previous numbers of 
the curreat volume of the Railroad Gazette: 


Farnings... 
Expenses 



























Page. 
Alabama Great Southern.. 423 Louisville & Nashville.......... 595 
Ala., N. x. & Pac. ~ unc.423 Louisville, N. Simeny & Chi... .255 
‘Allegheny. ‘Valley pwesinenspessind 588 Maine Central... . .... ..... 48 
Alliance, Niles & Ash. 1 Manchester & Lawrence........ 4 
Americus, Preston & Marquette, Houghton ¥: Ont ..414 
Ashtabula & Pittsburgh Massillon & Cleveland...... ... 7651 
Atchison, Top. & Santa Fe. Memphis & Charleston..... ...570 
Atlanta & West Point.. Mexican Central.. 48 
Atlantic & M a Michigan ‘Jentral 
Atlantic & Pi Michigan & Ohio.... ... ........f 8 
B. & O. Emp lo: co Relief As’n.345 Mil., Luke Shore & Western ....191 
Baltimore e 3 jladel; pita. ebapee 15 Minnesota & ee. -.518 
Bay View, L. Trav. & Mackin..652 Mississippi & Tennessee ........120 
Boston & Lowe ene sabends. woe 15 Missouri, Kansas & Texas... ..67 
Boston & Maine........-ceee eee issour! Pacific 866 











Mobile & Girard... 
Montpelier & Wells River. 
Nashua & Lowell 
Nashville, Chatta. & St. 
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Providence & Boston... 
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io & Mississippi. . 

& Transcontinental Co. 353 
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& Pittsburgn. . 
at. & Ogdensburg «. S 






72.585 
7 -*°387 


yes hac eturiss OBL 
& Navigation Co..140 
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New York Central & & Hudson River. 


This company has issued a statement covering the fiscal year 
ending Sept. 30 last, the figures for the last quarter of the 
year being y estimated. Comparisons are made with 
the full statement for the previous year. 


The earnings ane the year were as follows : 
Earnin $30,500,000 00 g24420441 I. "% O70.850 248 
ey = 44 070,550 24. 
Expenses...... << 18,973, 000 16,319. ea I, _2.068,028 163 
Net earnings.. $11,527,000 000 $8,110,069 I. $3,416,931 42.1 
Gross earn. p. mile 22,626 24,602 D. ‘Bal i 8.0 
et 8.551 8,167 L 384 4.7 
ine ont iaaeits 62,2 66.8 D. 4.6 


The increase in gross earnings was not in proportion to the 


‘ 








increase in mileage, but the increase in net earnings was very 


7a. 
he result of the year is given as follows: 








1885-86. 1884-85. Increase. P..:@, 

Net earnings..... $11,527.000 $8,110,069 $3,416,931 42.1 

First charges ... 7,250,000 5 933,726 1,316,274 22.2 

Profit .. ...... $4,277,000 $2,1 176,343 $2,100.857 96.5 
Dividends paid.. 3,577,000 3,129,991 447,009 14 








are or “. 
Sur. $700,000 Def. $953,648 $1,653,618 

"The profit last year was equivalent to 4.79 per cent. on the 
stock, against 2.48 per cent. in 1884-85. The dividends 
paid iast year were 4 per cent., against 314 per cent in the 
preceding year. 

The operations of the leased West Shore road are included 
from Jav. 1, 1886, or for three-quarters of last year. 


Pittsburg, Cleveland & Toledo. 


This come owns a road from New Castle Junction to 
Akron, O., 22 miles. It 1s leased to the Pittsburgh & 
Western Da. ‘on the lessee reports operations to the Rail- 
road Commissioner of Ohio for the year ending June 30. 

The equipment consists of 18 locomotives; 10 passenger, 
512 freight and 18 service cars. 

The earnings and income statement for the year are as 
follows : 











Earnings ($5,268 per mile) .» $406,825 

Maewpemses (67.4 MEF COME)... .. cecee seccinscccce noose 274,362 

Net earnings (St. 715 _ -_ Pisdks. <i uertesae se . $132 462 
Rentals.......... $41,456 
Interest on bonds.. 144.000 
Cons ruction, equipm2nt, ‘etc 75,346 

-——_——_ 260,802 

DeGolt for ChE FORE... s.- i vee dee cesses sicdegces $328,340 


The comp:ny has $3,000,000 capital stock and a funded 
debt consisting of $2, 400,000 fitst-mortgage 6 per cent. 
bonds. 


Wheeling & Lake Erie. 


This road extends from Toledo, O., to Bowerstown, 175 
miles, with a branch from Norwalk Junction to Huron, 1214 
miles. During the last fiscal year it was operated by a re- 
ceiver, from whose report to the Railroad Commissioner of 
Ohio for the year ending June 30, 1886, the figures below 
are taken. 
The earnings for the year were as follows: 

Earnings ($2,913 per mile) 
Expenses (80 per cent ) 


. -$546, 152 
436,848 





Net earnings ($583 per mile) “$109. 304 

The road carried during the year 239,223 passengers and 
960,739 tons of freight. 

The Receiver reports the disposition of net earnings as fol- 
lows: 
Net earnings 
IE occ yas nxnnne sane acer’ 1604 ye bug ona 
New construction and e quipment.. 


$109,304 





85,552 
Balance, surplus.... "$23,752 

The road was sold under foreclosure April 23 last; the sale 
was confirmed by the Court June 22, and on June 30 it was 


transferred to the purchasers, who have organized a new 
company under the same name. 





Oregon Improvement Company. 


The report of this company for the year ending Nov. 30, 
1885, has only just been made public. The earnings and ex- 
penses of the different departments were : 








Department Earnings Expenses. Balances 
Pacific Coast S. S. Co.. as $!,493,533 $427,404 
Pacific Coast Ry Co... 116.759 70.493 46,265 
Cel. & Puget Sound R. “R. Co 214,494 137.461 77,033 
Coal Department . ....... .... 366,598 337.161 29.437 
HKeale street wharf.. .. ........ 107,003 67.102 39,901 
Steam coilierB =e... we eee eee 149,459 136,944 12,515 
Land and flume department .. 6,954 7,050 def. 96 

MNS 2t ecto sch cepebeunt setae $2.88: 882, 207 $2,249 746 $632,461 
Total ROR ine Reese 3,557,153 2.575.105 = 982,047 
I obs vba a>cesttaseacai $674,915 $325,358 $349,586 


Included in the net earnings for 1884 is the profit on land 
sold to the Oregon Railway & Navigation Co., which 
amounted to $142,456. The large decrease was due to many 
causes, viz.: The failure of the California wheat crop, the 
general depression of business on the Pacific coast, the 
absorption of traffic by through rail lines, the re-adjustment 
of the steamship pools and the competition from the cheap 
imported foreign coals, that lowered selling rates, reduced 
the mine output and prevented the full occupation of the 
steam colliers. 

The Pacific Coast Steamship Co. earned net $427,404 for 
the year to Nov. 30, 1885, and $511 941 for the previous 
year, a decrease of $84,537. The Puget Sound and the 
Alaska routes show a satisfactory increase, while the Ore- 

on and Northern and Southern California routes record a 

ecrease of $194,:39 net, due to competition and diversion of 
business from San Francisco by new railroad lines and to 
other causes. 

Accompar ying the report for the year to Nov. 30, 1885, is 
a ——— dated May 31, 1886, showing the stock and debt 
as follows: 





SRO ciucetvccs. Sisbesd “Sbad ae. aes seeee sues - $7,000,000 

INE 62.55: ced onals. 465040 400deb ink eee ov: abs o-s-. GOOG 000 
rea $913,381 
Less cush and casn assets...... ..... .... . -. 439,820 

——-- 482,561 

Wetal ato: ON Gee iicssss. cicnsiscr Heediessscs $12,482,461 


The yearly charges on this besis « are: Interest on bonds, 
$300,000; sinking fund, $50,000; interest on floating debt, 
about $40,000; total ee 

Of the company’s bonds, $242,000 are held in the sinking 
fund, but the company pays 6 per cent. coupon interest on 
them, and this money is invested in more of the company’s 
bonds for the sinking fund. 

Negotiations for a settlement of accounts between this 
company and the Oregon & Transcontinental Co. have not 
yet been fully completed. This will require a payment by 
this company of about $150,000, and will increase the debt 
to that extent. 





Nashville, Chattanooga & St. Louis. 


This company operates a main line from Chattanooga, Tenn., 
through Nashville to Hickman, Ky., 321 miles; the Shelby- 
ville Branch, 8; the Jasper Branch, 25; the Lebanon Branch, 
80; the McMinnville Br anch, 51; the Fayetteville Branch, 
40: the Centreville Branch, 47; the Duck River road (leased), 
48; a total of 580 miles. The report is for the year ending 
June 30. 

The equipment includes 79 sopomonives: 4 ~ 


assenger, 3 
mail and 16 baggage cars; 1,292 bo: 





ee ar = A 


company also owns 3-ft. gauge equipment used on the Centre- 
ville and Duck River branches as follows : 6 locomotives ; 4 
passenger and two baggage cars; 24 box, 4 stock and 84 flat 
cars. 

The general account is as follows, condensed : 


RE eect das cicicdaen Soamsign ty) dond.5 > cceees $6,668 363 
GIO, 05 ees cvecctevades: scaseesenrsscen @ berses 9,200.0J0 
NR nica cancuy dias cect) nae sececonnbecsbenehee 434.955 

NIL, 5c. a .patincsaephaan hamabdentinne Ae 450, 503 
PrOGs GOG POGB..... . cocces cveses 1,571,013 








TN inc iccnsdsebicscceccensassscesseene csueseseune $18,324,836 
MG OR ONE Sones ccccscvcsveces. cs 00005 $17,094,876 





Stocks and bonds.............-... 478,714 
Rexzlestate . ee ie ee 67,961 
Cash, supplies, ete. 683,285 


37,094,876 

The funded debt includes $125,000 state indorsed bonds ; 
$500,000 bonds held by the United States ; $6,175,000 main 
ine first-mortgage ; $1,000,000 main line second-mortgage ; 
$1,400,000 branch line first-mor tgage bonds. Changes dur- 
ing the year were the issue of $2,000 additional Duck River 
Vv alley bonds and $200,000 Centreville Branch bonds, a total 
increase of $202,000. The interest charge is $605,550 
($1,044 per mile) yearly. 

The earnings for the year were as follows ; 























1885-86. 1884- 85. Ine. or Dec. P.c. 
eee $1,429,468 1, 878 D. 6.410 04 
— nebereanes 604 820 649.7 737 D. 44, if 69 
rae 56,972 597 D. 1,62: 2.8 
Rents, etc.......... 96,850 96204 I 343 0.4 
eee $2,188,110 $2,240.719 D. $52,609 2% 
Expenses.... ... .. 1,322,858 1,384,002 I 18,856 1.4 
Net earnings $865,252 $936,717 D. $71,465 7.6 
Gross earn. per mile 3,773 3.863 D. 90 23 
Net - 1,492 1.615 D. 128 7.6 
Per cent. of exps.. 60.4 58.1 1. 2.3 


The report says; ‘‘ During the past fiscal year the general 
depression in the business of the country, together w.th the 
failure of the wheat crop in Tennessee and the demoralization 
in rates for several months, have curtailed to some extent the 
earnings of the line, while the damage to the track in April 
last by bigh water in the Tennessee River necessitated an in- 
crease in expenses.” 

The income account for the year was as follows : 














IE 8 GOOD 6.6 5.05 0:0 i0n5k0 + 50060 vencesnenaeses $865,252 
PUTIN 08 sciccasciesnuneven tentcosive $675,096 
Improvements of property ... ...............4. 45,22 
a 0,317 
RN ao acnsicenavees.ceoaash> Gb, 6 .0eeeea nee $144.935 
Receipts from other sources.........cccesc.s oo: see coe 4,904 
Sale of 202 branch line bonds.....,.... ........008 soece 204,022 
SD dis canckcn. eeseee ee $303,861 
Decrease in floating ANE RS ERS SAAS $181.42 
Increase in current resources ..............+555 71,888 
Judgments on account of construction...... 40,859 
earner 51,291 
SEE 6.56, 004s 0403 CAR gaa secencepenaewee 8,40 
— 353,861 


The main line earned $155,901 over expenses, interest and 
taxes; the Lebanon Branch, $6,903; the McMinnville Branch, 
$3,328. There was a loss of $3,429 on the Centreville Branch, 
$17,750 on the Duck River road, and of $18 on the Fayette- 
ville Branch. 

The judgments noted above as paid were for damages done 
to the Nashville, Murfreesboro & Shelbyville turnpike by the 
original construction of the road in 1852. 

The report says: *‘ The gauge of 485 miles of main track 
and 67 miles of side track has been changed from 5 ft. to4 
ft. 9 in. so as to allow an interchange of cars with the stand- 
ard gauge roads, and it is thought this will be of great ad- 
vantage, not ony to the raiJroads, but to the business of the 
country, as it will obviate the delays, damages and expense 
of hoisting cars or transfer of freight from car to car. The 
Duck River road, 48 miles, and the Centreville Branch, 47 
miles are of 3 ft. gauge.” 

Renewals and improvements included 16 miles of new 58- 
lb. steel rails and 198,701 new ties; 2,135 miles of track bal- 
lasted; 20,403 ft. new sidings built and extensive repairs 
made to bridges and trestles. The encroachments of the 
Mississippi at the terminus at Hickman, Ky., made it neces- 
sary to build there one mile of new road, about 3,500 ft. new 
sidings, a new station, turn-table and round-house, 

The traffic for the year was as follows: 


1885-86. 1884-85. Inc. or Dec. P.c. 
Passenger tr. _miles. 947 ,806 611,588 D. 63,782 10.4 
Freight 866,206 897,824 D. 31,618 13 5 
Total loco. nities. --- 1,843,430 1,952,329 D. 108.899 5.6 
Passenger car miles. 2,620,213 2,950,215 D. 330,002 11.2 
Freight car miles... 17, 157.961 16; 046, 717 1. 1,111,244 6.9 


377,925 


1,004,935 


Passengers carried. 
Tons freight ‘“ 





Ton-miles ......... 104,107,430 
Aver. freight train 
Se EMO. voscdcvees 


North-bound freight furnished 42 per cent. of the ra 
miles last year and south-bound 58 per cent. The average 
freight haul was 103 miles. Locomotive service cost 17.10 
cents per mile run. Passenger car repairs cost 1.362 and 
freight car repairs 0.502 cent per mile run. 

The earnings and expenses per train mile were, in cents : 


1885-86. 1884-85. Inc. or Dec. P. c. 

ci OP eee 137.2 130 8 6.4 4.9 
ack khennsce ov .cccdwens 2.8 758 b te 9.2 
Net earnings................+. 54.4 65.0 D.06 11 


The earnings per mane. train mile last year were 
113.5 ; per freight train mile, 152.3 ; average for all trains, 
137.2 ‘cents. The earnings per ton-mile last year were: 
Nortb- -bound, 1.092; south-bound, 1.472 ; average of all, 
1.312 cents. 

The report says: ‘‘ While no dividends have been paid to 
the shareholders, the net earnings have been equal to 3 per 
cent. upon the capital stock, but were necessarily expended 
in improvements, change of gauge, and the settlement of 
judgments on account of the original construction of the 
Nashville & Chattanooga Railroad. There is still an un- 
settled claim made by the United States for $153,600 of 
conpons that matured during the war, with interest from 
the maturity of each coupon. The Government brought 
suit for this amount in the United States Circuit Court at 
Nashville in July, 1881, and the case was decided in favor of 
this company in May, 1883, and from which an appeal was 
taken by the Government to the Supreme Court, where the 
judgment of the lower court was reversed in April last and 
the case remanded for trial upon its merits, and will be 
heard in October next. The decision of this suit will 
materially affect the payment of dividends during the 
coming year. 

‘* Surveys have been made for extensions from Elora to 
Huntsville, 26 miles; Sparta to the Bon Air coal fields, 7 
miles, and \ ictoria to Dunlap, 18 miles. If satisfactory ar- 
rangements can be made with the parties interested in these 
extensions, their construction is recommended, providing it 
can be done without using the net earnings of the road. The 
Centreville Branch should also be extended through Lewis 
into Wayne County, as it will reach large beds of iron ore, 


0 coke and | and result in the erection of two or more additional furnaces 


560 flat cars; 1 pay, 1 pile-driver and r coming cars, The upon that line.” 


